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Freight Train Brakes. 


A meeting of the Committee of the Master Car-Builders 
Association on Freight Train Brakes was held at Harrisburg, 
April 28. The following members of the Committee were 
present: Mr. G. W. Rhodes (Chicago, Burlington & Quincy), 
Chairman; Mr. W. 7. Hildrup (Harrisburg Car Works); 
Mr. John 8. Lentz (Lehigh Valley);and Mr. D. H. Neale. 
Mr. George Hackney (Atchison, Topeka & Santa Fe) and 
Mr. Benjamin Walsh (Central Pacific) were unfortunately 
not able to be present. 


The Committee, after carefully considering all the sugges- 
tions they had received as to the tests to which the various 
brakes should be subjected, drew up a detailed pro e for 
a series of tests}which it is <a to hold at. Burlington, 
Ia., commencing July 13, 1886. These trials promise to be 
very complete and exhaustive, as will be seen from the schedule 
given below, and will probably extend over about 10 days. 
This programme was accompanied by a set of rules setting 
forth the conditions under which the tests are to be con- 
ducted. 

These rules and programme of tests were submitted by the 
committee to the following representatives of the brake com- 
panies, who in response to an finvitation of the Committee 
were present at Harrisburg : 

Mr. George H. Poor (American Brake Co.); Mr. James H. 
Slade (Eames Vacuum Brake Co.); Mr. R. M. Agnew (Rote 

3rake Co.); Mr. John Welsh (Westinghouse Brake Co.); and 
Mr. W. P. Widdifield (Widdifield & Button Brake Co.). 

The committee informed the brake representatives that the 
following five brake companies had definitely expres-ed their 
intention to be represented at the forthcoming trials at Bur- 
lington, Ia., on July 18, 1886 : The Brown; Eames Vacuum; 
Rote; Westinghouse Automatic, and the Widdificld & 
Button brakes. The American Brake Co. has not yet form- 
ally entered, but will in all probability do so in a few days. 

The rules and proposed tests were thoroughly discussed 
seriatim at a joint meeting of the committee and the brake 
companies, and in some points were slightly modified, and in 
their final form are given below. 

Mr. Rhodes, the Chairman of the Committee, stated that 
the main object of the Committee was to secure a full and 
accurate trial of the brakes when in good order, and that in 
order to save time no tests would be made on points which 
were already well known and admitted. It had been seri- 
ously proposed that trials should be made with cars with 
continuous brakes, such as the Westinghouse or Eames in- 
terpersed in a train with cars fitted only with hand-brakes; 
but as the result was self-evident, it would be mere waste of 
time to make such a trial, or to try the effect of a compres- 
siou brake on a train broken intwo. Both classes of brakes 
have admitted defects, and the trials at Burlington were for 
the purpose of ascertaining what the different brakes could 
do at their best. Their performance in actual service would 
be tested in the endurance trial extending over some nine 
months’ service. The trial in April, 1887, would show whether 
the efficiency of the brakes had deteriorated iu actual service. 
The following is the programme of tests : 

GENERAL TESTS . 

1. Fifty car trains on down grade 54 to 56 ft. per mile, 
running forward, quick stops. 

a. All cars loaded, 30 and : 20 miles per hour. 

b. All cars empty, 40 and 20 miles per hour. 

c. Cars mixed (see below), 40 and 20 miles per hour. 

Notr.—Half the cars to be loaded and half empty, 75 per 
cent. of the latter to be on front half of train. During these 
tests, the rapidity with which the train gets away after a 
stop will be noted, the time being taken from stop to start. 

2. Fifty-car trains on level, running forward, quick stops. 

Same as tests on grade, except that trials are ou level. 

Nore.—In order to attain a speed of miles per hour, 
pushers or double-headers will be used at option of brake 
company. 

3. A train of fifty (60) loaded cars to be let down a grade 
ot 54 to 56 ft. per mile 3 mileslong. S of 20 miles per 
hour at top of grade to be reduced to 15 miles per hour and 
maintained without material variation all down the grade. 

4. Twenty-five (25) car trains. Twelve (12) cars to be 
loaded, and thirteen (13) empty, about 75 per cent. of emp- 
ties being on the front half of train. Tests to be made on a 
down grade of 54 to 56 ft. per mile, running forward at 
speeds of 40 and 20 miles per hour. 

5. Similar trains to above. Tests to be made on level at 
40 and 20 miles per hour. 

6. Similar trains to above. Tests to be made ascending 
grade of 54 to 56 ft. per mile, engine in front of train pulling. 
Speed, about 12 miles per hour. 

SPECIAL TESTS. 


1. Twenty-five car trains. Half the cars to be loaded and 
half empty, about 75 per cent. of the | cars being on 
the front half of the train. Tests on the level. Trains to be 
broken in half near the centre. Speeds 40 and 20 miles per 
hour. After the train is broken in two, any assistance 
necessary will be rendered only by a brakeman who shall be 
riding at the rear of the train when the breakaway’ occurs. 
{See Rule No. 4.] 

_ Nore.—In all the above tests, all the cars in a train are 
fitted with the same automatic brake. 

2%. Similar trains as above as regards number and loads of 
cars. One half of the cars to be Tes ng with the same au- 
tomatic brake, and the other half with hand-brakes only. 
Three cars with hand-brakes only next tender, then three 
with train-brake, and soon. Tests on the level. Speeds, 30 
and 20 miles per hour. 

3. Twenty five (25) car mixed trains with the same train 
brake on twelve (12) cars“next tender. The rear 13 cars to 
have hand brakes only. Speeds 40 and 20 miles per hour. 
Test to be on level. 

4. vifty car trains. Trains to be com in equal pro- 
bortions of different train brakes that will operate together. 
Half of the cars empty and half loaded, about 75 per cent. 
of the empty cars in front of train. 

Notr.—No hand-brakes to be used on tests 2, 3 and 4. 

RULES GOVERNING THE BRAKE TESTS. 

1, Beye the tests each brake company will have the 
privilege of operating its brakes with its own engine and 
crew ; such as do not wish to furnish a special crew will be 
furnished from the working crews of the Chicago, Burling- 
ton & Quincy Railroad. The engines used others than those 
mentioned in the rules issued January, 1886, to conform to 
them in general dimensions and weight. 

®. If any of the competitors now signi g their intention 
of taking part in the tests should fail to present, the trial 
will take place provided there are two competitors. 


3. The ordinary link and pin coupler shall be used. The 
link to be of Master Car-Builiers’ standard dimensions. 

4. In operating brakes they must be applied and released 
7 the engineer only , except as specially provided for in Test 

o. 1, Special Tests. ; 

5. All tests shall be made at least three times by each com- 


pany. ff 

6. Sand shall not be used in any of the tests. 

7. The leverage of the brakes will be recorded by the Com- 
mittee, and must not be changed at any time during the 
trials. This restriction extends over the July tests, the en- 
durance test, and the April, 1887, tests. 

8. With continuous brakes the pressures carried on the en- 
gine prior to the application of the brakes will be recorded 
for each test. ; 

9. All tests to be made under like conditions of rail, grade, 
etc., as nearly as practicable. 

10. A dynamometer car will be in the front end of 
each train with complete reco mechanism. ‘In the 
middle box car of each train a portable varatus will be 
placed for vere oy Boe ay showing: Ist, a strain line in 
pounds exerted on the brake lever during the , and, 2d, 
a speed line in miles per hour durin stop. electric 
signal will be arranged for communication between the front 
and rear ends of the train. 

11. Competitors will be subjected to all the general tests. 
Special tests are optional. 

12. A referee will be appointed by the Committee empow- 
ered to receive and take note: of 7 4 point of complaint of 
competitors, and decide the case if occasion calls for it. 


13. The parts pertaining to each brake—other than the | 


foundation brake—will be painted a red lead color, and so 
maintained till after the April, 1887, tests. 





14. Each car will be fitted with a board lettered: 
“«______ Brake. M. C. B. Test, 1886 and 1887. All 
repairs or labor spent on parts painted red to be carefully 
retSinoad and reported to ivision headquarters. 
igned.) ‘ 


15. The trials are subject to the conditions previously 
issued (Jan, 8, 1886), except so far as they are modified in 
Rules No. 1 and 2 above. 

G. W. Ropes, Chairman, 
GEORGE HACKNEY, 

W. T. HitpRvp, 

Joun S. LENTZ, 

B. WELCH, . 


D. H. NEALE, Secretary, J 


The Michigan Selection of Car Couplers. 


Mr. William McPherson, Jr., Railroad ‘Commissioner of 
Michigan, has made the following selection of car couplers 
to be used on railroads.of that state : 

Aikman coupler, Detroit. 

Eames coupler, Philadelphia. 

Blocker coupler, Chicago. 

Cowell coupler, Cleveland, O. 

Marks coupler, Flint, Mich. 

McCrea =" Lansing, Mich. 

Perry coupler, Chicago. 

This sélection is made by Commissioner McPherson in pur- 
suance of the law passed by the Michigan Legislature. 


| Committee. 

















Car Coupler Tests by the New York Railroad Com. 
missioners. 


The following notice from the Board is issued by Secretary 
Wm. C. Hudson, dated Albany, April 29 : 

‘* Section 4 of Chapter 439, Laws of 1884, provides as 
follows: ‘§4. After July 1, 1886, no couplers shall be 
placed upon any new freight car to be built: or purchased 
tor use, in whole or in part, upon any steam railroad in this 
state, unless the same can be coupled and uncoupled auto- 
matically, without the necessity of having a person le 
the link, lift the pin by hand or go between: the ‘ends of the 
cars. The corporation, person or persons operating said rail- 
road and violating the provisions of this section shall be 
liable to a penalty of not exceeding $100 for each offense.’ 

‘*On Wednesday, June 16 next, the Board of Railroad 
Commi sioners wiil conduct practical tests of automatic 
freight car couplers at the East Albany ds of the New 
York Central & Hudson River Railroad, beginning at 10 
a.m. None will be considered except when attached to at 


least two freight cars. 
‘Cars thus omgeet can be consigned to the East Albany 
yard of the New York Central & Hudson River Railroad.” 











Master Car-Builders’ Association Circulars. 





The following circulars of inquiry from committees have 
been issued from the Secretary’s office : 

END PLATFORMS OF FREIGHT CARS. 

Your Committee on the comparative advantages of the 
two methods of constructing freight cars—wich or without 
platform timbers or end sills projecting trom the end of. the 
car—madea rt at the last convention in which it was 
shown that of all the cars owned by railroad companies rep- 
resented in the report, 56 per cent. were in favor of end 


‘platforms. It was thought at the convention that if more 


members had replied to the circular, the statistics would 
have been different, and the omm ittee was continued with a 
view to giving all railroads another opportunity to make re- 
ly. 

: N postal card is inclosed with this circular, upon which 
you are requested to indicate whether you are for or against 
end platforms. Members are further requested to read the 
report of the Committee on page 96 in te ieproe of the 
Nineteenth Annual! Convention, and to advise by r of 
any points in favor of either one or the other form of con- 
struction that may have been Comitted by the committee in 
its first report. PA . 

The importance to the Association of agreeing upon a 
standard in this respect, to be followed in constructing new 
cars, is daily becoming more and more apparent on account 
of the advent of automatic couplers. — 

It is hoped that you will take the time to send a reply to 
thie Committee, if not by letter and postal card, by petal card 
alone. . 
Epw’p B. WALL, Chairman. 
B. K. VERBRYCK. 

Gro. W. CUSHING. 
W. H. Harrison. 
W. F. TURREFF. 

Replies should be forwarded to the Chairman of the Com- 
mittee, Edward B. Wall, Superintendent Motive Power, 
Pittsburgh, Cincinnati & St. Louis Railway, at Columbus, 
Ohio. 


Committee. 


STANDARD FREIGHT CAR TRUCK. 


The Committee on Standard Freight Car Trucks desire to 
recommend : 
_ First, A standard distance between centres of side bear- 
ings. 








Second, Forms for body and truck centre-plate bearings. 





Will members please advise the Chairman of the Commit- 
tee what distance they recommend for the first, and send a 
drawing of the second / 

R. MILLER, Chairman, Assistant General Superintendent 
Michigan Central Railroad, Detroit, Michigan ; 








The Council of Engineering Societies on National 
Public Works. ' 


The following address has been issued, signed by L. E. Cooley, 
President, and John Eisenmann, Secretary. It is dated 
Cleveland, O., May 1: i 

The time has come to define briefly the character and pur- 
pose of the permanent organization inaugurated by delegates 
from the several yt? ee of the United States, 
on March 31 and April 1, 1 . 

The Council of Engineering Societies on National Public 
Works is virtually a central committee of the several engi- 
neering % cieties of the country, organized for the purpose of 
promoting a change in legislative and administrative 
methods, as applied to our public works, particularly to 
rivers and harbors. The members of the several society com- 
mittees are members of this Council, though each society is 
restricted to one vote. Associate members may be appointed 
by the Executive Board from those who will actively interest 

mselves in forwarding the objects of the Council, espe- 
cially in districts not favored with engineering societies, It 
it the policy of the Council to enlist as large and active an in- 
rest as le. 
Since the | = posemonn- A convention of Dec. 3, 4 and 5, 1885, 
those actively concerned in the movement have considered 
what course is wisest to follow. The general consensus of 
opinion favors deferring any presentation of the matter to 
ress until the engineers of the country generally are 
fully advised as to the evils of present methods and are agreed 
as to the proper remedies. To thisend, it is thought best to 
present fully - methods prevailing in this and in foreign 
countries, with recommendations of a plan for the discussion 
of the ripen the final results to be formulated and urged 
= consideration of Congress. This course is virtually 
~ oy by the Council. 

The Executive Board will, as soon as possible, complete its 
arrangements for carrying out the policy outlined above. 
This will involve much labor and time on the part of a com- 

ratively few individuals. Several months must elapse 
before this information can be placed before the profession. 
Meantime, the local committees can do much in diffusing a 
better knowledge of the spirit which actuates this movement, 
and in correcting errors and misapprebensions. The Ex- 
ecutive Board will doubtless, from time to time, find occasion 
to assign special work to the local- committees, and the im- 
portant question of ways and means is always a prominent 
one for their consideration. 

As to financial support, the Executive Board would renew 
the recommendations of circular No. 9 of the Temporary 
Executive Board, which called for a contribution throug 
each committee of not less than $1 per capita in the societies 
represented. It is not believed that any less sum will be suf- 
ficient to meet the expenses of the Council for the year, and 
each committee is especially urged to keepthe question under 
advisement until the full quota is provided. Every engineer 
who may not be able to contribute through a society commit- 
tee, is invited to send, direct to the Treasurer of the Council, 
such sum as he can afford. 

The success of the movement thus far, in securing the co- 
operation of the societies and of individuals, has been most 
gratifying. Engineers must not deceive themselves with the 
expectation that the obj of this movement are to be soon 
or readily accomplished. The question is one which involves 
too deeply the future policy of this government to be treated 
hastily, or without the most thorough consideration by our 
legislators. In this consideration, the profession must be 
prepared to speak as with one voice, not only as to the profes- 
sional features of che problem, but as to its politico-economic 
phases as well. 

The only objections which have thus far been urged, either 
by civil or military critics, have arisen from a misapprehen- 
sion of the character and scope of this movement. It has 
been assumed to be based solely upon a question of class prefer- 
ment, seeking the substitution of civilian for military domi- 
nation in the conduct of our public works. Such a purpose. 
per se, would be justly deserving of contempt. 

Since 1866 it has been the growing policy, and it may be now 
said to be the settled one of our government, to improve our 
harbors and waterways in the interests of commerce. Had 
methods of legislation above reproach been then adopted and 
continued to this time, and had an executive department 
especially ada) to the requirements of the work been con- 
stituted, the River and Harbor Bill to-day would be recog- 
nized by the people as the most beneficient of legislation ef- 
fected by the general government. The bil] would appropriate 
not less than thirty to forty millions of dollars annually, the 
sum growing to ee millionsin the near future. By this time 
we should have such a development of public improve- 
ments as to leave no doubt as to their great public utility. 

These works would naturaJly make large demands upon the 
engineering profession, and would furnish employment of 
such a high order and of such permanence as to greatly pro- 
mote the influence of the profession with the public at large, 
and to give it a status and ———— such as it has never yet 
attained in this country, though enjoyed abroad. 

The influence on the jabor market would also be most benef- 
icent, affording a regulator to those social forces which now 
most threaten our peace, and meeting to a large extent the 
necessities of the otherwise unemployed. To bring about these 
results by a well-devised system of public works is entirely 
feasible, while in the benefits to be derived, all classes of citi- 
zens may share, not only in the present generation, but in all 
to follow. 

The evils attending on the inception of and the 
tion for the various schemes and projects in the River and 
Harbor Bill are too well understood to need comment. They 
are matters which many thoughtful and disinterested Con- 
gressmen are seeking to remedy. The evils attending the 
administration are to a certain extent the outcome of legisla- 
tive practices, but at the same time they are in — due toa 
7 not adapted to the purposes in view, and which, from 

nature of things, can never give ee results. As 
a consequence, the River and Harbor Bill has fallen into dis- 
repute, and its provisions are often looked upon by an intel- 
ligent public with well-deserved suspicion. 

hese evils have been discussed to a limited extent only by 
engineers, but they will doubtless be given full consideration 
in future. It is at least apparent that neither the legislative 
nor administrative defects cau be considered or legislated 
for, ype ay G The remedy for one must be in large 
part the remedy for both. What this remedy should be is the 
concern of this Council. : 

In this view, the question finds its broadest base in the 
public welfare. It is assumed from the start that whatever 
organization for the conduct of public works is provided, will 
be civil in its character, as it would seem to be contrary to 
human experience to constitute a military department for a 
purely civil work. But whether the individual talent utilized 
in this new organization be military, or naval, or civil, is of 
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little consequence so long as it takes its place in the organiza- 
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tion on the basis of fitness. A new organization under a nor- 
mal system of appropriation would certainly avail itself of all 
the experience now in service. 

In conclusion, it may be well to say that while the question 
before us is one of moment to the welfare of our country and 
of our profession, it in no sense involves the superiority of 
one class over another ; it does not necessarily relegate any 
set of men to less congenial duty. It may level, it may shift; 
it may produce individual hardships, but in the metamor- 
phosis, the condition of those most immediately affected 
must, as a whole, be improved. In any event, it is not pro- 
posed to urge a change until it is clearly apparent that a 
definite and better system as a substitute for the present 
methods is provided. 

Whatever success may attend our efforts in this direction 
must be achieved through the cordial and material support 
of the engineers of America. 








West Shore Standard Stations. 


In our issue of April 23, we gave four different views of 
the smallest standard type of station on the West Shore Rail- 
road, ‘‘Class A—Flag.” This week we give four similar 
views of the various modifications made in the general design 
for the next largest station, ‘‘ Class A—Agent,” showing how 
the problem of reconciling the economy and convenience of 
having standard plans with the avoidance of monotony was 
solved on the West Shore road, viz., by preparing a series of 
standard drawings for various sizes of stations, and then in- 
troducing a certain number of variations in the minor details 
of each plan, principally in the roofs ; sufficient to give some 
individuality and local character to each building, but not 
sufficient essentially to alter the main details of the plan. As 
with our former illustration, all the four designs shown are 
built to the same ground plan, and all of them will be seen 
on critical examination to be essentially the same building, 
yet they have the general effect to the eye of being each a 
different design, owing to certain minor changes in the tower, 
chimney, baleony, and form of roof. 

We show also the floor plan for all the three larger sizes of 
standard stations, viz.: Class B, C and D, repeating, to make 
the series complete, the floor plan of ‘*‘ Class A—Flag,” as for- 
merly given. 

Plans for all these standard stations were prepared by 
Messrs. Wilson Brothers & Co., civil engineers and archi- 
tects, of Philadelphia, the plans for certain special stations at 
various points on the line where, for one reason or another, 
these standard plans were not used, having been designed by 
Mr. H. C. Blanchard, who was acting as Architect for the 
road under Chief Engineer Walter Katté. 











Judge Gresham’s Opinion in the Chicago & Atlantic 
Case. 


In the suit brought by the Farmers’ Loan and Trust Co., 
trustee, against the Chicago & Atlantic Railway Company, 
the first part of the opinion of Judge Gresham, of the United 
States Circuit Court for the District of Indiana, regarded 
the capacity of the trust company, under the laws of In- 
diana, to bring suit. Declaring in favor of this, the opinion 
next takes up the question of the right to bring suit for fore. 
closure when a majority in interest of the first-mortgage 
bonds protested against it. The J udge decided that the pro- 
vision of the trust deed which directed the trustees, in case 
of default, to foreclose the mortgage “at the request in 
writing of at least a majority of the bomds then owing and 
outstanding,” referred to the case whet, By the election of 
the bondholders, the principal should be declared due because 
of default in paying interest ; and that a minority of the 
bondholders, or éven a single bondholder, has a right to have 
foreclosure suit brought for non-payment of interest. 

On the motion for the appointment of a receiver, Judge 
ee opinion is as follows : 

he Erie road ex 
and the New York, Feamatvanlt Ghee teh enn tal 
extended from the 


been leased by the Erie Co. 
to Marion, Ohio. ’ latter place 
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he and others associated with him, realizing the impor- 
tance to that meee of owning or controlling a through 
line from the city of New York to Chicago, which would en- 
able the Erie Co. to compete with other through lines for 
the western business, caused Chicago & Atlantic Co. 
to be organized and its road built. The road of the lat- 
ter company was built to be operated as a part of the Erie 
line, and-in the interest of that company. f 

About the time the first porte was executed, the Erie 
Co., the Chicago & Atlantic Co., and other companies, as 
well as certain individuals, entered into contracts, pro- 
viding for the construction and operation of the new road 
as the western extension of the Erie line, for the negoti- 
ation of the first-mortgage bonds, and for advancements to 
be made by the Erie Co. to pay the interest on those bonds, 
and for other purposes. 

The Erie Co. oo that it would advance money to 
complete the road should the proceeds of the bonds and the 
subsidies collected prove inadequate for that purpose ; that it 
would advance money to pay interest accruing on the bonds 
previous to the completion of the road, and that ‘‘ from its 
own gross earnings derived from all business passing from 
and to the Chicago & Atlantic Co., to the extent of such 
gross earnings received during the fiscal year in which 
any installment of interest on the bonds shall fall due, 
make good any deficiency in the net earnings of the Chicago 
& Atlantic necessary for the payment of such installment of 
interest on said first-mortgage bonds.” 

The Chicago & Atlantic Co. agreed that it would, 
after paying interest on its first-mortgage bonds out of its 
gross earnings, reimburse the Erie Co. out of such gross 
earnings for advancements made by that company to 
complete the new road and to pay interest on the first-mort- 
gage bonds, and that the Erie Co. should have a lien 
on the net earnings for such advancements in the order 
named. Besides what was realized from the sale of the first- 
mortgage bonds and subsidies—the latter amount being in- 
considerable—the Erie Co. advanced all the money that 
was used in the construction of the Chicago & Atlantic’s 
road, and all interest which is not in default has been paid by 
that company. 

It was also agreed that the Chicago & Atlantic Co. 
should deliver to the Erie Co. at Marion all freight and 
pomeene which it could control, destined to points reached 

y the Erie Co., and in return that the latter company 
should deliver to the Chicago & Atlantic Co., so far as 
it could control the same, an amount of west-bound traffic 
which should bear to the whole amount of the Erie Com- 
pany’s west-bound traffic for Chicago and points beyond the 
same proportion that the amount of east-bound traffic re- 
ceived by it from the Chicago & Atlantic Co. would bear 
to the whole amount of the Erie Co.’s east-bound traffic. 
It was also agreed that Hugh J. Jewett should hold 90 per 
centum of the capital stock of the Chicago & Atlantic 
Co., as trustee, with irrevocable power to vote the same 
until all moneys advanced by the Erie Co, to the Chicago & 
Atlantic Co, should be repaid, and until the principal and in- 
terest of the first-mortgage bonds should be fully paid. 

The Chicago & Atlantic Co. was never able to pay 
operating expenses and interest on its bonds. Being in want 
of money and embarrassed, that mays ag A in July, 1883, 
entered into a further agreement with the Erie Co. 

By this agreement it was provided that the latter company 
should make additional advances to the Chicago & Atlantic 
Co., which should make a second mortgage upon its pro’ 
erty and franchises to secure an additional issue of bonds 
amounting to $5,000,000. to be placed in the hands of Mr. 
Jewett, as trustee, to be held as collateral security for ad- 
vances of money made and to be made, with authority, as 
such trustee, to pledge or sell, the bonds. The bonds and 
mortgage were executed. : 

Prior to this time the Erie Co. had advanced to the 
Chicago & Atlantic Co. more than $1,500,000, and the 
Erie Co. claims to have made further advances after 
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lion dollars on these notes, and in doing so it obtained pos- 
session of 761 of the second-mortgage bonds. It follows that 
to the extent that the Erie Co. took up the notes which 
it had indorsed, the indebtedness of the Chicago & Atlantic 
Co. was not reduced. 

Since Mr. Jewett ceased to be President of the Erie Co. 
he has claimed that the stock of the Chicago & Atlantic 
Co. was deposited with him, not as President of the 
Erie Co., but as a personal trust, and he now insists 
that he has the irrevocable right, as suvhtrustee, to vote the 
stock, and thereby maintain control of the Chicago & Atlan- 
tic Co., without regard to the wishes of the Erie Co. 
The holders of the first-mortgage bonds, who claim the 
right to control these proceedings, are acting in concert 
with Mr. Jewett. 

The facts abundantly show that he was made trustee 
to hold the stock of the Chicago & Atlantic Co., 
with authority to vote it, because he was President of 
the Erie Co. and could be relied upon to control and 
manage the Chicago & Atlantic road as the western 
extension of the Erie line. If the Erie Co. was expected 
to advance money to complete the construction of the 
new road and to pay icterest on the bonds, and thus 
take care of the credit of the Chicago & Atlantic Co., 
it was not unreasonable it should, in some way, be protected 
against unfriendly management of the new road. 

The Erie Co.’s stockholders and creditors no doubt thought 
the placing of the stock m Mr. Jewett’s hands would 
afford them ample protection. It was provided in the con- 
tract which designated Mr. Jewett as trustee that, in the 
event of his death or resignation, the trust should devolve 
upon such person as he might have previously designated to 
succeed him in the trust, and in default of such designation 
that the trust should devolve upon such person as the Erie 
Co. might designate. 

This ianguage plainly indicates that Mr. Jewett was au- 
thorized to act as trustee, with power to vote the stock, be- 
cause he was President of the Erie Co., and as such 
would see to it that the Chicago & Atlantic road was oper- 
ated as a part of the Erie line. His present position as to his 
powers and duties as trustee is inconsistent with the views 
which he entertained while President of the Erie Co. 
In his annual report to the stockholders of that 
company in 1882, he said: ‘‘ To secure the construction of 
the r and its future management to the satisfaction of the 
parties proposing to purchase the bonds, it was agreed that 
the entire proceeds thereof, together with certain sub- 
sidies which had been voted by the townships along 
the line, should be deposited with the President of the 
New York, Lake Erie & Western Railroad Co. 
in trust, and the duty was developed upon him of see- 
ing to the proper application thereof to the construction 
of the road. It was further stipulated that 90 per cent. of 
the stock should also be deposited with him, with irrevocable 
proxy to vote thereon durmg the life of the bonds (30 years 
from the date thereof), thereby securing to your company 
the absolute-control of the road for such period. * * 

‘* By this means your company secures access to the busi- 
ness and markets of Chicago by a line of road as much under 
its control as though it had advanced all the money needed 
for its construciion and assumed all the obligations incident 
to its maintenance and operation.” 

Mr. Jewett now says that the stock was not deposited 
with him as President of the Erie Co., with irrevocable 
power to vote the same as such President during the life of 
the bonds, and that it was not the intention that the Erie 
Co. should thereby secure the absolute control of the new 
road for that period. 

The Court cannot be expected at this “eo of the litigation 
to pass upon the validity of the contracts already referred to, 
or to determine the rights, duties and liabilities of the parties 
thereto. Although the two companies are natural allies, and 
their roads should be operated as a single line, tkere is httle 
hope of harmonious action until a change occurs in the man- 





the second-mortgage bonds were placed in Mr. Jewett’s hands 
as trustee. Mr. Jewett borrowed $1,500,000 from Grant & 
Ward, which the Erie Co. received and c:edited upon 
the account of the Chicago & Atlantic Co, This loan 


was secured by a deposit by Mr. Jewett of $2,500,000 of the 
second-mo. bonds. Notes made payable to Grant 
& Ward by the Chicago & Atlantic Co., and in- 


dorsed by the Erie Co., amounting to $1,500,000, were 
delivered to Grant & Ward at the same time. It was 
the understanding, however, between Grant & Ward and 
the two companies that these notes were to be held and 
used as Memorandum notes, and not otherwise. Before fail- 
ing, in May, 1884, Grant & Ward pledged both the notes 
bm the bonds to various banks and individuals as collateral 
security for loans, the pledgees being ignorant of the arrange- 
ment under which Grant & Ward received the notes and 
bonds. The Chicago & Atlantic Co. failed to take up 





Hugh J. Jewett was then President of the Erie Co., and 








any of these notes or bonds, and in order to protect its credit 
as indorser the Erie Co. was obliged to pay over a mil- 


agement of one or both. Each company accuses the other of 
| violating contract obligations. Mr. Jewett coutrols the action 
|of the Chicago & Atlantic Co., and that he is unfriendly 
and even hostile to the Erie Co., under its present man- 
agement, admits of no doubt. It is claimed by him, and the 
‘holders of a large majority of the bonds who are acting in 
| concert with him, that without any change in the Chicago & 
| Atlantic Co.’s management, the Erie Co. should be required 
to pay the interest accrued and to accrue on the first- 
mo} bonds. The Erie Co. appears to have ad- 
| vanced to the Chicago & Atlantic Co. from time to time 
| over $2,000,000, the main consideration for which was 
| the agreement that the latter’s road should be operated as 
| the western extension of the Erie line, and the only security 
| that was given for these large advances was the pledge of the 
prremerring ey sy” bonds. The facts thus far brought to the 
attention of the Court do not justify the assertion that since 
| Mr. Jewett ceased to be President of the Erie Co. its 


violations of the traffic contract have reduced the earnings 
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of the Chicago & Atlantic Co. equal in amount to the 
latter’s indebtedness to the former. The Chicago & Atlantic 
road was first operated for through business three years ago. 
It is not denied that it failed to pay operating expenses the 
first and second years. The statements submitted show, 
however, that during the third year its earnings exceeded 
its operating expenses by $58,127, which sum was not suffi- 
cient to pay the amount remaining due on operating expenses 
for the first and second years. Exclusive of the 761 second- 
mortgage bonds which the Erie Co. acquired, as above 
stated, the principal of the outstanding bonds amounts to over 
$8,000,000. The interest which is due on the first-mort- 
gage bonds, including the coupons taken up by the Erie 

0., amounts to $1,169,850, and all the interest which 
has accrued upon the second-mortgage bonds is unpaid, the 
interest vow due on both classes of bonds being more than 
$1,500,000. It is not denied that while Mr. Jewett was 
President of both companies the money advanced by the 
Erie Co. to the Chicago & Atlantic Co. amounted 
to ‘more than $1,500,000. and the former claims, 
with apparent foundation, that after tbe execution of 
the second mortgage it advanced $700,000 more. But 
without reference to the fact that the Erie Co. is vitally 
interested in the solvency of the Chicago & Atlantic Co., 
and whether the latter is indebted to the former or 
not, the owners of bonds amounting to $105,000 secured 
by the first-mortgage are entitled to their interest ; 
and it is no answer to the motion, which the trustee has 
made in their behalf for the appointment of a receiver, that 
the Erie Co. has not kept faith with the Chicago & 
Atlantic Co. Mr. Jewett has either been unwilling or 
unable to establish business relations with any other trunk 
line, and the facts do not justify the hope that he can operate 
his road without some change in its relations and pay oper- 
ating expenses and interest on its bouds. In fact, the Chi- 
cago & Atlantic Co. is badly embarrassed and probably in- 
solvent. 

It may be that a change in management would improve its 
condition and enable it to produce an income, after paying 
operating expenses, sufficient to pay its debts and interest on 
such of its bonds as are not held by the majority of the 
holders who are united with Mr. Jewett in resisting this suit 
and motion. 

But, in any event, the owners of the past-due coupons are 
entitled to their interest, and it may become necessary for the 
Court to take possession of the mortgaged property and 
operate it through a receiver for their benefit. 

The appointment of a receiver rests in the sound discre- 
tion of the Court ; mere insolvency may or may not call for 
such action, 

The physical condition of the mortgaged property is good, 
and taxes and labor and supply claims are not in arrears. 

a — on the motion for the appointment of a receiver is 
eferred, 








Jointer for Facing Locomotive Brasses. 

The accompanying illustration represents a useful little 
machine lately introduced by Messrs. Pedrick & Ayer, of the 
L. B. Flanders Machine Tool Works, Philadelphia. It is 
designed to face truly the joints of rod brasses, The 
manner of keeping them true by filing the faces requires a 
very expert man, consumes a great amount of time, and uses 
up many of the best files. It is necessary to have the joints 
or faces of the brasses exactly true with the straps; unless 
they are so when keyed up, they will wear the straps as wel) 
as the brasses and become loose, when both straps and brasses 
have to be replaced. The machine is designed to do this 
work by hand or power; it is made light so that two men can 
carry it to the work; it has an adjustable chuck that catches 
the brasses the same as the strap does and holds it as held on 
the pin; no more time is required to accurately catch or place 
the brass in it than to screw up an ordinary vise. When the 
carriage containing the chuck is brought up to the cutter, a 
cut from 5,45 to \& in. can be taken off. The cutter 
recommended for the purpose is a single one placed into a 
disk adjustable to different diameters; it can be quickly taken 
out and ground on an ordinary grindstone or emery wheel. 

This machine appears likely to be a very useful adjunct to 
a locomotive repair shop. 

Messrs. Pedrick & Ayer also build a similar machine oper- 
ated by power, for facing boxes, cotter drilling, light milling 
and drilling. The table has three movements, vertical and 
horizontal, longitudinally and transversely. The milling 
head has a horizontal travel of over 9 in., and is capable of 
executing a great variety of work. 











Rack-Rail Locomotive, Riggenbach’s System—Prince 
of Grand Para Railroad. 


The Baldwin Locomotive Works in April, 1885, shipped 
to the Estrada de Ferro Principe do Grao Para, of Brazil, a 
locomotive for working on a rack-rail track of 1 metre 
gauge, having grades of 15 per cent. (792 ft. per mile). This 
line had been operated previously by locomotives of the 
same type built in Switzerland, but as the operation of this 
first American locomotive proved extremely satisfactory to 
the railroad company, a second one was ordered, which was 
shipped at the beginning of 1886, and is now in service. 

The illustration represents this second locomotive, the 
Gurjao, built in 1886. The general dimensions of the Gurjao 
are as follows: 


Gauge of track between rails............ ... 1 metre (3 ft. 336 in.) 
Cylinders, diameter and stroke.... .......... 12in xX 20in. 
Weight in working order, jimited to... ...... 38,580 Ibs. 
Driving wheel. geared, diameter measured 

ENTS 6. annie ning 6¢a4i6n - behab tea’ 41.3) in. 
Wheel-base of carrying wheels running on the 

side rails... ........... aj Ween acs amt tnin.2 8 ft. 4 in. 
Carrying wheels, steel-tired, with cast-iron 

ONE GE. Si BRS Uen Eee del Tee iS dguece 27 in. diam. 
Plate frames, with pedestals of cast steet. 
fuel, briquettes of compressed coal dust. 
Steam pressure, working............... - 160 lbs. per sq. in. 


Boiler, of steel straight top .................. 40 in. diam. 
Fire-box, of steel, inside dimensions, 50 3-16 in. long by 40% in. 


e. 

Tubes, of iron, 143 in number, 134 iv. diam..7 ft. 10% in long. 

Service, to haul 22 tons (of 2,204 lbs.) of cars and load up a 
grade of 15 per cent.. or 792 ft. per mile. atas of 9 kilome- 
tres (54 miles) per hour; or 18 tons of cars and load at a speed of 
11 kilometres (7 miles) per hour. 

Brakes, screw band brakes ogretes on the geared wheels and 
on the forward truck wheels. Chatelier or water brake, work- 

by back pressure on the pistons. 
reversing gear. 


These locomotives have been successful in fulfilling the ex- 
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pectations of the Principe do Grao Parad Railroad Company, 
and a Brazilian railroad journal, the Revista de Estradas de 
Ferro, under date of Feb. 14, 1886, in commenting upon 
them, remarks : ‘* The Baldwin Locomotive Works furnished 
to the Compania Principe do Grao Parad Railroad two 
locomotives of the Riggenbach system destined for the 
service of the Serra, with central rack rail. One of these 
locomotives has arrived and will shortly commence to work. 
The other arrived some time ago, and the directory of the 
company is very well satisfied with its work. They are more 
elegant than those constructed in Switzerland.” 

The locomotives heretofore in use on the Principe do Grao 
Par& Railroad were constructed in Switzerland in accord- 
ance with the plans of M. Riggenbach. 

The illustration shows the engine on the steepest grade, 
792 ft. per mile. The engine is so designed that the boiler is 
level when the engine is on a grade of 396 ft. per mile, half as 
steep as the maximum. The boiler is, therefore, inclined 
with the front end upwards on the steepest grade, and with 
the front end downwards on the level piece of track. 

The connection of brake-rod to arm of. brake-shaft of 
forward carrying wheels is not a triangular block, as shown, 
but a jaw taking hold of a straight arm, as shown in en- 
graving, just forward of rear carrying wheels. 

The spokes of the cast steel centre of main gear-wheels are 
oval, same shape as spokes of ‘carrying-wheels not square as 
jndicated in engraving. 

It may be remarked that when engine is under steam, 
with the increase of weight due to fire, coal, water in boiler, 
tanks, etc., springs will settle enough to allow teeth of geared 
wheel to engage deeper with the teeth of the rack than is 
shown in the engraving, which represents the engine light, 
with no water in the boiler. 

In another column we give some particulars of an accident 
on the Arth-Rigi Railroad in Switzerlard, one of the first 
constructed on the plans of Mr. Riggenbach. It will be 
noticed that the accident was solely caused by carelessness, 
and the neglect of similar precaution on the part of the train_ 
men has caused many equally disastrous accidents on grades 
worked in the ordinary way by locomotives. 

One of the main advantages of a rack railroad over the 
system of wire rope traction is that the former plan permits 
the free use of curves and of changing grades. In Switzer- 
land, Germany and Austria, rack railroads have been largely 
used asa convenient means of gaining access to elevated 
summer resorts. The line can be made direct and with the 
minimum of earthworks and trestling, and therefore ata 
small cost. An ordinary railroad worked with locomotives 
would be longer in order to secure workable grades,.and 
would therefore be more expensive to build. A wire rope 
railroad of any length involves a great weightof rope, and in 
many situations the frequent curves and changes of grade 
render the use of a wire rope inadmissible. 

Although the Mount Washington Railroad is at this time 
the only prominent example of rack railroad in this country, 
there are probably other localities where such roads are de- 
sirable and would prove profitable. As at Mount Washington, 
such roads would prove additional attractions to mountain 
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summer resorts, their novelty inviting a considerable traffic 
in addition to those using them as a convenience or necessity. 


Sontributions 





The Action of Heavy Rock Fills. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Your article of April 16 on the settlement of the heavy 
rock fill at the scene of the accident at West Deerfield opens 
up a line of inquiry which may well receivefurther attention 
from engineers, with likelihood of resulting in increasing 
safety to our railways. The experience of the West Shore 
road from Iona Island to Cornwall, where the writer had 
charge of re-location (including hydrographic surveys), and 
of construction, showed in many places, during attempted 
construction on the original locations, the same movement as 
that which resulted so disastrously at West Deerfield. The 
successive sets of soundings taken indicated, however, other 
tendencies leading to loss of embankment. 

From Weehawken to Stony Point, above Haverstraw, the 
line of railway does not follow the river shore. In no case 
does the deep water approach the shore nearer than one- 
eighth of a mile. Other reasons, however, at the time caused 
a decision adverse to this route. From Stony Point north- 
ward toa point opposite Poughkeepsie, where the railway 
follows the shore line, the deep water channel is forced 
against the west shore in many places. 

Between Iona Island and Cornwall] over 550,000 cubic 
yards of solid rock were excavated (exclusive of West Point 
Point tunnel) and were originally relied on for making ex- 
tensive embankments across the mud flats adjoining the deep 
water channel. Ingeneral the fills that proved troublesome 
were in 5 to 10 ft. of water, with mud bottom, and with the 
edge of deep water channel 10 to 50 ft. outside of centre line 
of double track, and with the side of the channel generally 
sloping down about | to 1 to a depth of 100 ft. and over. The 
reason for thus Iccating originally, as stated by Mr. W. H. 
Searles in a recent article, was because of instructions from 
previous managers to avoid the tunnels which should have 
been p ovided for at such places as Fort Montgomery, ©0z- 
ze1.’s, Storm King, etc. The excavations were so far advanced 
when the writer took charge that sharp reverses (‘‘ tempor- 
ary” line) were required to connect the partially com- 
pleted excavations with safe locations of fill, and 
utilize work already done; and several spans of bridging 
over ‘ieep holes were also required. Subgrade was generally 
10 ft. above high water. 

The gradual breaking away of the rock fillsas they became 
“overloaded” was a prominent feature of the work. Por- 
tions of erfibankment 50 to 100 ft. in length broke away and 
disappeared even after many weeks of heavy carting seemed 
to have tested their strength amply. The writer recalls three 
instances where prominent railroad constructors examined 
fills closely and stamped about vigorously on them, pro 
nouncing them solid and positively safe, but in each case the 
fill entirely disappeared within 48 hours. In order to hasten 
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a settled condition of fill, large bundles of dynamite cart- 
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ridges were exploded in the water along the fills, with excel- 
lent results, 

The causes of collapse, as traced by the sounding parties, 
were as follows: 

1, From overloading at top, as stated. 

2. From widening of the entire slope of fill beyond some 
support at the toe of the slope, which answered amply for the 
narrower fill, the binding effect of the sharp rock causing the 
fill to go out as a whole. 

3. From the weight of rock fill cutting away the soft mud 
slope of the deep channel. In many cases after severa] thou- 
sand yards of rock had been filled in, the soundings showed 
deeper water than before filling. 

4. From the pressure of the fill causing hard mud to buckle 
half-way down the mud slope of the deep channel. 

5. By the rock fill sliding slowly along the top of the 
smooth rock or hard mud, in some cases burrowing under the 
soft overlying mud. Such sliding took place on slopes as 
light as 3 to 1, the rock filling going outward over 300 ft. 
In one instance a crib partially weighted with stone, resting 
on a mud and rock slope of about 2!4 to 1, and fastened by a 
half-dozen heavy 1-in. chains to vertical anchors sunk 3 ft. 
in rock, broke the anchors and chains and shipped away to a 
distance of 400 ft. from shore. 

The general action gave emphasis to the engineering axiom, 
that the determining feature of a location depends not alone 
upon what may be the natural quiescent slope of the filled 
material, but also uvon what is the slope upon which such a 
fill, considered as a whole, will not slide. Unless the fill be 
composed of very large and sharp fragments, it is doubtful 
whether it is safe, on hard mud in water, to rely on anything 
steeper than 4 to 1 when near deep channels; and on slippery 
= thinly coated with mud on slopes even lighter than 
this. 

The importance of using piling (if possible), or the lightest 
possible material for filling when near a deep water channel 
was clearly shown. The heavy rock filling, besides cutting 
away the mud slopes by its weight, often fails to combine 
with the mud bottom as readily as lighter filling. It also 
holds together and throws its pressure on the bottom in 
heavier masses less evenly distributed. 

The use of weighted canal boats and similar devices occa- 
sionally answers to hold the foot of slope, in special places 
aud where some favorable circumstance aids their first gain- 
ing a hold; and doubtless their resistance increases with time 
and increased deposit and adhesion to the bottom. In many 
cases, especially where attempts at rock filling have materi- 
ally affected the original bottom, they are almost worthless. 

The West Shore filis are without doubt becoming more 
compact and more firmly secured in position on the river 
bottom by the cementing action of mud deposit. On many 
of our roads there must, however, be fills less carefully ex- 
amined where an attempt to improve the line by widening 
the fill rather than the cuts would precipitate a disaster sim- 
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ilar to that at West Deerfield. This is especially the case 
along rapid streams where there is an erosion of the foot of 
slope instead of a deposit. ArcH. A. SCHENCK. 

[Mr. Schenk’s concluding sentence may give an im- 
pression which is not correct, that space for the sec- 
ond track had been gained at the point where the 
West Deerfield accident occurred by widening the 
fill. The track which failed was the original single 
track, one rail of which was on the solid and the 
other (unfortunately) on what was originally a very 
light fill. A solid rock excavation for the second 
track was made on the inside of the original track, 
without moving the latter, and the material simply 
wasted over the side, making a large and carelessly 
made side-hill fill of what was originally a small and 
well compacted one. This was an error, and an error 
which caused the accident, but it was certainly un- 
der the circumstances a very pardonable and natural 
one. Engineersare not generally in the habit of taking 
much care for the stability of spoil banks when there 
is nothing to be injured below and both tracks are 
practically on the solid.—EpItoR RAILROAD GAZETTE. | 








American Locomotives in Norway. 





DRONTHEIM, Norway, April 5, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Having seen in the Railroad Gazette for March 12 a notice 
that Sweden is about totry American locomotive boilers 
which are being built by the Dickson Manufacturing Co., at 
Scranton, Pa., I may state that the boilers are not for use in 
Sweden, but are for two locomotives for the Norwegian State 
Railways, ordered from the Trollhettah Locomotive Works 
in Sweden. I may also state in regard to steel fire-boxes, 
that we have four ten-wheel Baldwin engines with steel fire- 
boxes, iron flues, etc., running since August, 1879, and three 
Baldwin mogul engines, with steel fire-boxes running since 
June, 1884. All are doing very well, and therefore in the 
specification for the two locomotives from the Trollhettan 
Works, I suggested either that the boilers be made by certain 
firms in America, or that the steel plates be ordered from a 
reliable manufacturer. I may also remark that for the last 
seven years I havé used iron flues in a number of our boilers 
with copper fire-boxes with excellent results, and without the 
least trouble. JACOB GREENWOLD, 

Superintendent of Machinery, Norwegian State Railways. 





Accident on the Arth-Rigi Rack Railroad in 
Switzerland. 

A serious accident occurred on Oct. 20, 1885, on the rack 

railroad going from Arih, at the foot of the celebrated Rigi, 
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RIGGENBACH’S SYSTEM, 


small passenger car, probably all coupled together in order 
that the cars might pass more easily over the less severe 
grades, which were covered by thick layers of snow. This 
coupling together of cars and engine is strictly prohibited on 
the Rigi railroad, and was not justified in the present case, 
but this rule is often violated. Thetrain in question was a 
work train in charge of the Roadmaster. The freight cars 
were loaded with lumber in such a manner that the brake- 
wheels could not be reached. A fireman stood at the brake 
= a passenger car, but jumped off before putting on the 
rake. 

The upper part of the road, which was covered deeply with 
snow, was traversed quite easily by the train, but when it 
reached the lower ehd of the Kraebelwand. where no snow 
was lying, and which is 14 miles from the lower 
station, the men on the train heard a heavy crack, fol- 
lowed immediately by a great increase of the speed of the 
train. The laborers standing upon the platform of the car 
jumped off shortly after they had heard this noise, and 
farther on the Roadmaster did the same. The train ran 
away, passed with lightning speed and deafening noise 
a distance of about 2,100 ft.,. including several curves, 
and left the track a short distance below the water- 
ing station Kraebel, going over the precipice to a 
meadow below. The locomctive turned three times, once 
lengthwise and twice crosswise, and stood then again upright 
on the wheels. The freight cars probably followed the engine 
and were thrown around its circle of 1,000 ft. The broken 
coupling was found between the engine and the first freight 
car. The coupling of the passenger car was also torn off, 
and the car probably left the track with one wheel soon after 
the accident; it was thrown entirely off the track further 
down and stood on its wheels in front of the freight cars; the 
roof and sides of the car were scattered around. The boiler 
and the cylinders of the engine remained intact, the rest of 
the engine being almost entirely destroyed. The track is not 
damaged to any extent; this proves again how strongly the 
rack-rails are constructed. 

The immediate cause of the accident was a break of the 
working shaft, which had an old crevice 7 in. long and about 
0.1 in. deep. This certainly would have been discovered, if 
the engine had been carefully inspected. The break occurred 
about 1 in. from the wheel; the wheel turned about five or 
six times on the shaft, which had become eccentric and then 
the shaft broke. After the break had occurred, the main 
brake became inactive; only the smaller brake on the front 
shaft could act. But this brake was applied too late. This 
is proved by the broken whee] being found a long distance 
below the place where the break occurred. The train then, 
having attained already a great speed, could not be mr ge 
by it. But the train could have been stopped if the brake of 
one of the freight cars had been applied in time. 


A similar break of the engine shaft occurred at the same 
place several years ago, but the brakes were applied at once 
and the train was stopped. This would have been, done this 
time also, but carelessness of the employés prevented it. The 
grade of that section of the road is 1,060 ft. per mile. 

The Arth-Rigi Railroad has been in operation for 11 
years without an accident. Careful observers, however, 
expected an accident from the lack of discipline among the 
employés. The conductors, instead of being at the brake 
during the entire trip, went often into the car to pass ta 
time more pleasantly; trains with two passenger cars were 
run with only one brakeman; the 5 was sometimes in- 
creased to 6.25 or even to 7.5 miles per hour. 

Tbe Riggenbach system of rack-railroad has been very 
successful wherever used. But it is necessary to exercise 
always possibl ution.—Journal of the 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early info~mation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railrocds, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 











Advertisements,— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis 
ing patronage. 





THE CHICAGO, BURLINGTON AND QUINCY 
REPORT. 





The Chicago, Burlington & Quincy annual report is 
one of the least satisfactory documents of the kind 
issued by any management of high reputation. It 
gives a pretty full balance sheet, covering nine pages, 
and unusually full information concerning the many 
different sinking funds, and the new construction is 
given with a very desirable amount of detail; but it 
gives no information of value concerning traffic—noth- 
ing but numbers of passengers and tons carried—no ton 
mileage, no passenger mileage and no train mileage ; 
nothing whatever to enable one to compare the cost 
of doing work with that on other railroads, or on that 
railroad in different years ; and nothing to show the 
rates received for the work done. Nor is the infor- 
mation which is given presented so as to make it easy 
to use it Only a very few comparisons with results 
in previous years are given. About all that the pro- 
prietor of the railroad is permitted to know is what 
its capital, earnings, expenses and profits are ; as to 
the business which gives the earnings, that is kept a 
secret from him. 

This is a policy which stockholders ought not to tol. 
erate; but as the Chicago, Burlington & Quincy stock- 
holders get large dividends in bad times as well as 
good, and as their company does well when most 
other companies do ill, they probably. rarely ask for 
what is not teld them, especially as they know they 
have an entirely trustworthy as well as an exception- 
ally capable set of men in charge of their affairs. 
Such men, however, ought to let the race of ‘‘ specula- 
tive directors,” who keep their stockholders in ignor- 
ance to serve their private purposes, have a monopoly 
or this kind of report, chiefly remarkable for what it 
does not tell. 

We have heretofore examined the earnings of this 
road from different sources, and its total working ex- 
penses for a series of years. The changes in capital 
during last year consisted chiefly of the purchase and 
cancellation of ,bends for sinking funds, by which 
there was.a reduction of $236,100 in the funded debt. 
Nearly $7,000,000 of stock had been sold during the 
previous year, which provided funds for additions to 
the property, which were made in 1885 to the cost of 
$4,873,782, $1,014,918 of which was for equipment, 
$1,199,062 for improvements of old road (second track, 
sidings, buildings, etc.), $1,054,580 for the purchase 
and change of gauge of the St. Joseph & Des Moines 
Railroad, and, nearly all the remainder for new 
branches, chiefly in Nebraska and Kansas, of which 
1784 miles were opened for traffic during 1885. 

Since the close of 1883, this company has expended 
more than ten millions ($10,020,680) for new construc- 
tion and equipment, and added more than a million 
($1,047,418) to its investments injcontrolled roads, and 





increased its sinking funds $2,576,066, and meanwhile 
it has increased its capital stock only $4,443,278, and 
its floating debt $1,116,133, and has reduced its funded 
debt $483,983. There is but about $5,075,000 more 
capital to pay interest on after an addition of assets 
costing $13,644,000. Part of this was paid by the dis- 
position of $2,359,600 of the available securities held 
two years ago, but the surplus of net earnings over 
the dividends paid have supplied about $5,000,000 of 
the cost. The disposition of the net earnings in each 
of the last four years is shown below : 


a F 1882. 1883. 1884. 1885. 
Net earnings. . ..$10,266.842 $12,613,891 $11,392.866 $12,150,658 





Int. and ex..... 452,499 324,180 566,770 599,432 
: | ere $10,719,341 $12,938,071 $11,959,636 $12,743,090 
Int. onbonds.... 3,882,789 4,093,005 4,304,282 4,294, 
Rent of tracks 
and depcts.... 148,772 144,506 139,604 187,171 





Int. and rents. $4.031,561 $4,237,511 $4,443,886 $4,481,434 





Inc, over int. 
_, and rents .... $6,687,780 $8,700,560 $7,515.750 $8,261,656 
Sinking funds.... 631,442 646,430 938,064 646,430 


Divisible bal... $6,056,338 $8,054,130 $6,577.686 $7,615,226 


Per share ...., 9.64 11.56 9.45 9.97 
Dividends....... 5,023,599 5,566,484 5,£66,580 6,110,572 
Per share....... .00 $8.00 $8.00 $8.00 
Surplus......... 1,032,739 2,487,646 1,011,106 1,504,654 


So that in these four years thesurplus of profit over 
the 8 per cent. dividends has amounted to $6,036,145, 
to say nothing of the $2,862,366 paid intosinking funds 
for the retirement of the debt, which is so much addi- 
tion to the property of the shareholdeis. Only the 
Chicago & Alton Company can show anything com- 
parable to this. Notwithstanding the fact that the 
company’s immense investment in controlled lines, 
now more than $26,000,000, yields scarcely any direct 
income, the interest earned on the entire capital is 
something like twice as great as the average of the rail- 
roads of the United States, and the stock and debt 
per mile decrease in spite of continued and 
material improvements of the property. Charging the 
whole of the stock and debt to the company’s railroad, 
and allowing nothing for tha $26,140,000 of invest- 
ments in controlled lines, the stock has decreased from 
$22,250 Jan. 1, 1884, to $21,520 Jan. 1, 1886, and the 
funded debt from $23,324 to $21,667—the two from 
$45,774 to $43,187. This, of course, is not only due to 
the payment of construction with net earnings, but to 
some extent to the cheapness of the 315 miles of new 
road added in these two years. But the investments 
in controlled roads are at the rate of $7,363 per mile of 
road owned directly, and the sinking funds to $2,346 
more. We cannot fairly offset stock and debt by the 
investments in controlled lines, however, because so 
far there is very little direct income from these 
investments, and their beneficial effect is felt almost 
solely in the income of the lines owned, which has 
been increased, or guarded against reduction, by the 
control of these lines; noris their any certainty that 
these investments will ever yield a considerable direct 
return, the probability of it being decreased by ap- 
proaching construction of aline to Kansas Cily by the 
Milwaukee & St. Paul and a system of roads in Kan- 
sas by the Rock Island ; the inevitable effect of which 
will be the reduction of the proportion of the Kansas, 
etc., traffic going by. the other roads, without increas- 
ing at all, probably, the total volume of the traffic: 
Thus these great expenditures, so far, must -be re- 
garded as improvements of the railroad which the 
company owns directly, whose traffic and earnings, 
no doubt, have been thereby guarded against a ma- 
terial reduction, if they have not been materially in- 
creased. They have been very largely ‘‘expendi. 
tures for defense,” the importance of which cannot 
be expressed in figures, because we cannot be 
sure what would have happened if the control 
had been in other hands. We may be sure, however, 
that if the Hannibal & St. Joseph had not been ac- 
quired by the Chicago, Burlington & Quincy, and if 
its old owners had built an outlet of their own for it 
along the Chicago, Burlington & Quincy, from Quincy 
to Chicago, which was quite possible—very much less 
costly than building a ‘‘ Nickel Plate” road, not to saya 
West Shore—the Burlington’s yearly profits must have 
been reduced much more than the interest on the 
$9,000,000 it paid for the Hannibal & St. Joseph securi- 
ties, and probably more than the interest on the entire 
$26,000,000 it has invested in all controlled companies. 

One of the imperfections of the reportis that it give, 
so little information concerning the results of the 
operation of these controlled lines in which the com. 
pany has invested so much money. All that is given 
is that their aggregate surplus after paying their fixed 
charges was about $170,000 in 1885, against $700,000 in 
1884, and that the direct income derived by the Chi- 
cago, Burlington & Quincy from them was the 24 per 
cent. dividend on its Kansas City, St. Joseph & Coun- 
cil Bluffs stock, amounting to $131,520; and the figures 
in the balancesheet showing that the investments in 


these controlled companies increased $415,416 during | 





the year, which may have included advances to meet 
the interest of the companies that did not earn their 
own, and for needed improvements of such lines, but 
was probably chiefly for the interest taken in the new 
Chicago, Burlington & Northern. 

We have had to note for the past two or three years 
great reductions in the maintenance expenses on 
many railroads with reduced earnings, altogether out 
of proportion to any fall in prices or change in traffic, 
indicating that undue (though perhaps necessary) 
economies had been made, necessitating future extraor- 
dinary expenditures to make them good. There could 
be no excuse for sucha policy by a company with prof- 
its as large as those of the Chicago, Burlington & 
Quincy throughout the bad times, and there are no 
signs of it in the reports. The working expenses have 
been healthfully large. The maintenancelexpenses have 
not increased in proportion to the mileage, as they 
ought not to have done, but they have not decreased 
suspiciously. The charges for structures of all kinds 
(including the separate heads of track, bridges, fences, 
buildings and docks) have been: 

1882. 1883. 1884. 1885, 
$2,800,147 $3,692,790 $3,348,302 $3,730,452 
being last year 11} per cent. more than in 1884, and a 
little more than in 1888, and 88 percent. more than in 
1882. Road repairs last year were at the rate of $797 
per mile of road worked, and bridge repairs were 40 
per cent. more than the year before. 

For repairs of rolling stock the expenditures have 
been: 


1882. 8883. 1884. _ 1885. 
OD icsccasas $1,221,750 $1,343,078 $1,263,670 $1,336,008 
Per car....... 65 7 62 61 
Locomotives.... %67,340 946,618 952,535 1,079,762 
Per loco.... .. 1,724 1,779 1,684 1,821 


The yearly expense per car would be small if there 
were a large proportion of passenger train cars, but in 
fact they are only 407 out of the total of 22,726, and we 
can make a very large allowance for these, and still 
have the average cost of maintenance $50 per freight 
car. The Burlington’s car maintenance expenses in 
every one of these years have been larger than those 
of the Erie in any year, while the Erie has one-third 
more cars than the Burlington. 

Prosperous as this company still is, it is not so pros- 
perous as it usedto be. As we showed in reviewing the 
year’s earnings, while vast additions have been made 
to its property since 1880, and important additions 
to its capital (notably $22,000,000 to its capital stock), 
its net earnings have increased but moderately, hav- 


ot Ee $10,650,001 | 1883.............+4.. $12,613,891 
Lod ET 10,100,042 | 18B4 ........000 ove. 11,392,866 
| Serer 10,266,842 | 1885............ 60 12,150,658 


The $1,500,000 increase in net earnings since 1880 is 
but $512,000 more than the increase in funded debt in- 
terest meanwhile, which would not go far toward pay- 
ing dividends on the $22,000,000 of additional capital 
stock. But in 1880 the divisible income was 135 per 
cent. on the stock then outstanding, and indeed was 
very nearly as great as last year, and equal to $9.87 
per share on the stock now outstanding. It is impor- 
tant to bear this in mind, for it justifies the policy of 
making additions to the property largely out of income. 
It takes a great deal more property to yield a given 
income than it did a few years ago; the property 
yields a decidedly smaller interest on its cost, and a 
considerably smaller income on its capital ; and the 
reason why, after all, the profits are large now, is be- 
cause the profits were very large then. 








COAL CONSUMPTION AS AFFECTED BY TEM- 
PERATURE AND LENCTH OF TRAINS. 





In our issue of April 23, under the head of “ Bal- 
anced Valves and Coal Consumption,” we made some 
deductions as to the effect of length of train on coal 
consumption from the detailed table of the coal con 
sumption in each of 25 round trips of the same engine, 
the number of cars hauled having been widely differ- 
ent on almost every day, ranging from 5 to 12, but 
with all other conditions substantially the same, thus 
affording a basis for making the comparison below of 
the effect on coal consumption of length of train. But 
one record was lacking to make the comparison, so far 
as it went, a fair one—possible difference in the aver- 
age temperature of the air, and this deficiency we 
have now supplied. As we noted in our former arti- 
cle : 

‘The tests extended from Nov. 16 to Dec. 26, during 
which the weather, of course, was continually growi0g 
colder, although probably with considerable fluctuations 
each way. The average date of the light train tests was 
Dec. 6, and of the heavy train tests, Dec. 15. The chances 
are that the average of the latter would show considerably 
colder weather, whatever may have been the. case on those 
particular dates, but despite the difference of average date, 
there may have been no corresponding difference of average 
temperature, or even the difference may have been the re- 
verse of what probability indicates.” 


This last hypothesis proves to have been correct. 
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In spite of the average date of the heavy-train tests 
having been some nine days later in December than 
the average of the light-train tests, the average tem- 
perature was some 7.2 degrees Fahrenheit warmer, 
as shown in the following table, which is repeated 
from our former article, with the addition of the 
averages of the mean daily temperature for each 
day. 

Comparative Coal Consumption with Light and Heavy Passen- 

ger Trains —Michigan Central Railroad. (Same Engine.) 
LIGHT TRAINS. 


No. of Av. No. 
round cars Coal —— per mile.— Av. 
trips. bandled Min. ax. Av. temp. 
3 5 58. 67. 62.3 21.4° 
3 5% 555 655 61. 19.7° 
2 6 62.1 60.7 61.4 31.2° 
1 6% oa <itile 48. 40.8° 
9 5.56 58.5 64.4 60.0 25.2° 
HEAVY TRAINS. 
2 Ke 74.6 84.0 79.3 22.9° 
1 se 78.6 33.1° 
7 84 71.8 87.0 79.4 29 5° 
2 8L.6 7.1 85.4 36.3° 
3 DK 73.6 79.3 7.3 44 2° 
1 11% ws 75.0 27.0° 
16 8,78 154 84.4 79.3 324° 


Nore.—The averages of maximum and minimum are mere 

arithmetical averages of the figures Tr. In the last column the 
total coal consumption was divid by the total mileage to get 
the average. 

All these trains made frequent stops ; 30 in 115 miles, or about 
one every four miles. Speed not given; probably over 30 miles 
per hour maximum between stations. 

That temperature probably had a certain effect upon 
this record is evident upon the most cursory examin- 
ation. Thus, the average coal consumption was less 
with trains of 6 cars than with trains of 5 or 5} cars, 
but then the weather was some 10 degrees warmer. 
The same contrast appears in the coal con- 
sumption for trains of 74 and 8} cars, 84 and 94, 74. and 
94, etc. 

To attempt to draw any definite conclusions as to 
what the precise effect of temperature is, however, 
with so limited a range of temperature and so small a 
train mileage, would be unwarranted. Many other 
causes, such as the velocity and direction of the wind, 
amount of slack in coal, time lost in stops (which, 
however, appears to have been practically uniform in 
all trips), the quality of the fireman’s breakfast and 
the health of the engineer's family would forbid that 
the indications of the effect of temperature in such a 
record should be exactly consistent with each other. 
Nevertheless, from larger records, covering the ex- 
tremes of summer and winter temperature and a much 
larger train mileage, as for instance that of whole 
systems of roads, all these minor sources of errors are 
practically eliminated. Thus, the average velocity of 
the wind is, contrary to a general impression, prac- 
tically the same in winter and summer, and the other 
causes of error will of course tend to average them- 
selves out of existence. 

Evidence of a convincing character, deduced from 
records of this larger class and covering in many 
millions of train miles—which we cannot now 
present in detail—indicates with remarkable uniform- 
ity alaw whichis worth putting in italics, that the 
effect of differences of temperature alone, length of 
train and all other conditions being equal, is to in- 
crease or diminish coal consumption at the rate of 
ONE per cent. for each TWO degrees Fahrenheit (and a 
small fraction more) difference of external tempera- 
ture ; a rule easily remembered and one which appears 
to apply fairly well to both passenger and freight ser- 
vice, and to be practically invariable whenever the 
effect of all other {causes for variation can be elim- 
inated, which of course is possible only under excep- 
tional circumstances or when a large number of rec- 
ords are averaged. 

Applying this rule to the above record by correcting 
the actual coal consumption at the rate of 1 per cent. 
for each two degrees of average temperature above or 
below 30 degrees Fahr., we obtain the following: 


LIGHT TRAINS. 
No. 











Av. No. Actual Corrected 
round cars lbs. coal Per cent. lbs, coal 
trips. one: per mile, correction. per mile. 

3 62.3 — 4.3 3 62 
3 336 61. — 5.15 57.86 
2 61.4 + 0.6 61.77 
1 016 4s. + 5.4 50.60 
9 5.5 56 60.0 — 2.4 58.56 
HEAVY TRAINS. 
2 7% 79.3 — 3.55 77.07 
1 8 78.6 + 1.55 79.82 
z 814 79.4 — 0.25 79.20 
3 9 v3 T7i0 52.80 
(a. . le 
ai 18 75.0 — 1.50 73.88 
16 8.78 79.3 + 1.20 80.25 


It isat once evident that the last column 
sponds more nearly with the regular sequence which 
might be expected than the column of actual con- 
sumption, although there is evidence that other causes 
than temperature caused variations. 

We may determine now, with more correctness than ° 


. | Consumption due to cars, 8.78 X 


in our former acticle, what the actual effect on coal 
consumption of increasing length of train appears to 
be, since we have eliminated the effect of variations of 
temperature. 

Since the effect of increasing the average length of 
train from 5.56 to 8.78 cars, or 3.22 cars, is to increase 
coal consumption from 58.56 to 80.25 lbs. per mile run, 


21.69 Ibs. 
or 21.69 Ibs., or at the rate of 3.99 3.99 cars = 736 lbs, per 


mile per car, 


shocessl 
r mile 
- 80.2 


This gives us for the long train, burning. 
6.736 


Leaving as due to ihe engine alone, without cars......... li 


For the short train, burning. .......... 2... ce.. ceeeeee eens 58.56 
Coal consumption due to cars, 5.56 x 6.736 37.45 


21.11 


Leaving as due to engine alone, without cars, as above... 


Without equating these records for difference of 
temperature, we obtain, in the same way, 26.7 lbs. of 
coal instead of 27 lbs. asthat due to the engine alone. 
and 6.0 instead of 6.74 lbs. as that due to each car 


added to the train—plainly a less reasonable result. 


The result obtained corresponds very closely with 
what direct tests indicate should be the consumption 
of a passenger engine running light with the external 

air below the freezing point and making a stop every 
four miles. 

There is considerable difficulty in obtaining records 
of this kind, in which a series of trains of widely 
varying lengths are run with all other conditions 
approximately identical, and we recall no other inde- 
pendent records by which the correctness of the above 
results may be checked ; but whether or rot they do 
fairly indicate the conclusion reached may be tested 
in another way, viz., by grouping the various single 
records differently—a test which should never be 
omitted in computations of this kind, since it will 
often be found that, when grouped in one way, the 
records will appear to lead to one conclusion, while if 
grouped in another way they will indicate something 
quite different, thus clearly proving that the sources of 
error in the records are too great to indicate any- 
thing definitely. 

Tested in this way, the correctness of the preceding 
conclusions is confirmed. If, instead of averaging the 
single tests together in only two classes, of “‘ light” and 
‘* heavy” trains, we divide the 25 tests as tabulated 
above into four equal groups of six tests each, as nearly 
as may be, and see how well the rule determined above 
(Ibs. coal per mile = 21.1 + 6.74 x No. of cars) checks 
with the actual coal consumption, we find a close cor- 
respondence, as follows : 


-—Cars per train.-—. --——-Lbs. coal per mile De “= 
ir. 


No. of 
round computed 
trips from 

averaged. -_—* Averages. Actual.* Compates. actual. 
_ SE | 6 5.25 58.74 — 2.24 
— eae 6 : 8 6.92 68.02 ov. 2 — 0.32 
Rinceved-o0 8 to 9 8.50 79.40 78.4 -- 1.00 
ee 8i44tv1ll\% 9.67 83.08 86.3 + 3.22 


i, Actual consumption after correcting for difference of temper- 
ature. 

Those who have had experience in making and 
analyzing physical tests, and who have puzzled over 
the maddening lawlessness they will sometimes show, 
will recognize that the correspondence of the results 
under this entirely different grouping is surprisingly 
close, indicating that the whole series of tests do 
clearly conform to one general law, but also indicat- 
ing that the addition to the fuel consumption is not 
precisely uniform per car, but decreases as the train 
is longer, asis but natural. 

Having determined a law for experiments on a 
small scale, we may check it by records on a large 
scale, which latter do not otherwise afford the means 
of determining the law. The Pennsyivania Railroad 
alone among American railroads publishes a table 
showing the coal consumption per car-mile and per 
train-mile, and the number of cars per train for every 
month in the year. For the present, we will only use 
the yearly,averages. As an average of the four years 
1881-84 the average passenger train and passenger 
coal consumption on each of its three grand divis- 
ions have been : 


---Pounds coal.—, 


Cars per Percar Pertrain 

train. mile. mile 

oe avant R. R. Div.......... 5.03 10.47 52, 
Ly koshuecseanenss 4.70 12.60 59.2 
Pails. & ed ‘Div Bis ethectasabe 4.20 12.10 50.8 


Computing what ought to be the coal consumption 
per mile according to the above rule, and comparing 
it with what is we have the following : 


--Computed coal— 
consum: lbs. Actual 





ption, 
ee —. jinile. Ibs. per —Error in for-— 
train- mula, + or — 
\ ron Total. mile. Lbs. * 
na. R. R. Div. 1 33.9 55.0 52.7 +23 + 44 
tT ?. - a Je Div. Sr. 1 31.7 528 592 -—64 —108 
|. & E. Div ...... 21,1 283 494 508 —14 — 28 


The correspondence here is close, if we remember 


_ | tion. 





= 


that the Pennsylvania Division, while making fewer 
stops than the Michigan Central train, whose record 
was used above, has a large proportion of heavy sleep- 
ing cars, while the New Jersey Division not only has 
a large proportion of parlor and sleeping cars on 
through trains, but makes an enormous number of 
stops on way trains, both into New Jersey and into 
Philadelphia. 

The conclusion is, therefore, not unfair that some- 
thing like 6} to 6% lbs. of coal per mile is added to the 
consumption for each passenger car of 20 tons or more 


25 | moved at way-train speed and for each sleeping car 


of 30 tons or more moved in through trains making 
few stops, and that the locomotive alone is to be 
charged with rather more coal than that due to three 
cars. 

This leads to some interesting conclusions, of which 
we have space for only two. 1. Dead weight to the 
amount of 30 tons added to a train of, say, five cars, 
will certainly not increase coal consumption as much 
as to add another car, both because it does not in- 
crease air resistance and because the added load 
decreases somewhat the rolling resistance per ton. If 
we assume it to add 5 lbs, per mile to the coal con- 
sumption, we are certainly not underestimating it 
proportionally. Adding 6 tons per car, therefore, tothe 
average weight of a train of five passenger cars, means 
no more than an increase from 55 to 60 lbs. per train-mile. 
If we assume this 5 lbs. of coal to be worth one cent (at 
the rate of $4 per ton of 2,000 lbs. for coal), if an extra 
passenger at 3 cents per mile be attracted to the train 
every third trip he will pay for the loss of fuel due to 
adding 6 tons to the weight of every passenger car, 
which goes a little way toward explaining the ten- 
dency to increase weight for the sake of luxury, which 
seems so reckless. This appears to neglect the effect 
of the extra weight on grade resistance, and so in a 
sense it does, as well as many other effects, but not 
so much as it appears to, since the effect of gradients 
is included in records which we have used. By com- 
paring the coal consumption per passenger train mile 
on the Pennsylvania Railroad Division, which has 
comparatively heavy grades and runs the heaviest 
trains, with that on the other two divisions, which 
have very light grades, it will be seen how much less 
effect on coal consumption gradients have than other 
causes. 








THE QUESTION OF BAD RAILS. 





The Engineering and Mining Journal takes excep- 
tion to the “‘Sermon on Steel Rails” in our issue of 
April 23, and declares that ‘‘the undeniably poor 
quality of some of the rails made at one or two of our 
mills,” as it delicately puts it, is ‘‘ pretty well under- 
stood (italics ours) to be due to the stock used and 
not to the method of manufacture.” 

We regret that the Engineering and Mining Journal 
did not go more into detail. If the true cause for 
the ‘‘ undeniably poor quality ” of modern rails is in 
facts ‘‘ pretty well understood” by it or by any one 
else who can substantiate his explanation by proof, 
he owes it to the railroad public to do so, and we shall 
be glad to assist in giving publicity to his explanation. 
We do not pretend to be able to do so, and we know 
furthermore that one at least of the mills whose rapid 
rolling the Journal applauds does not pretend to do 
so, but after filling a large recent order which gave 
out almost immediately in service, confessed its inabil- 
ity to explain and remedy the difficulty and permitted 
an offered order at a higher price for rails which 
could be proven to be really good to go elsewhere, 

Yet this same mill seems to have no difficulty in 
selling rails as fast as it can turn them out—which 
the Journal’s record well shows to be pretty fast. 
That and other reasons make it clear that the extent 
of the loss which railroads suffer frem this cause is 
not generally appreciated by the buyers of rails, and 
it will perhaps not be amiss to summarize again the 
existing evidence on which the merely figurative 
language of our ‘‘ sermon” was based. 

That ‘‘ the stock used” may have a good deal to do 
with the inferiority of modern rails we do not ques- 
It is more than probable that it does, That it 
is a chief cause we see no reason to believe. Chemi- 
cal analysis, certainly, does not reveal any decided 
difference between modern rails which are rendering 
good service and those which fail almost immediately 
in service. The most crying defect of the latter seems 
to be a ‘‘ softness ” which verges on a putty-like con- 
sistency. They are unable to resist deformation of sec- 
tion under impact, especially at the joints, and, very 


c. | naturally, the individual particles are likewise unable 


to resist impact or pressure and are speedily detached 
by abrasion. 
The evidence that difficulties of this kind are all but 
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universal comes to us in abundance. In respect to the 
cause, the following at least are facts: The best steel 
that ever was rolled may be so softened by heating 
and annealing as to be almost as soft as lead, and 
equally unable to resist impact and abrasion. On the 
other hand (and this is a fact that the Journal seems 
not to be aware of) many, if not all, of ‘the poor steel 
rails now in usé may by a moderate amount of re- 
working or tempering without any attempt at harden- 
ing, be changed into what appears to be an entirely dif- 
ferent quality of steel. The fracture, which was before 
coarse and irregular, becomes fine-grained and uni- 
form. A prick-punch, which can be driven into the 
original rail almost ‘up to the hilt” by a moderate 
blow, will only penetrate a reasonable and moderate 
distance. The difference in its ‘‘molecular condi- 
tion” is very marked indeed. One of our leading 
railroad companies found out this fact some time ago, 
and has been reworking the ends of rails which have 
failed in service, as iron rails used to be reworked, 
with the result of converting rails which had battered 
at once at the ends into fairly serviceable rails. 

It is a fact, moreover, that the process of manufact- 
uring -rails is now entirely different from what it was 
ten or fifteen years ago, when good rails were the 
rule and bad rails the exception. Instead of the bloom 
being hammered or even re-heated, it is now rolled 
direct without re-heating. Instead of the bloom passing 
thirteen times through the rolls (and for a long time 
thereafter, eleven times) in the process of conversion 
into a rail, it is now passed but seven times, and yet 
the bloom, or rather ingot, is of considerably larger 
cross-section now than it was then. 

Now putting this and that together, what do these 
facts indicate? Plainly that as a matter of fact the 
bloom or ingot is reduced in section considerably more 
than twice as much at each pass as it used to be, and 
that each pass, moreover, is made very much quicker 
than it used to be, so that each ‘‘ horse-power per 
hour” must produce, as it does produce, several times 
more rails. that formerly. How is this possible? 
Plainly only in one way, by rolling the rails hotter, so 
that the resistance to reduction of section will be less. 
and that is precisely what is done. The meta] 
for the rails enters the rolls in as nearly a molten 
condition as it is practicable to work it, and it 
leaves it—what is a far more important matter—so 
hot that it might still be readily reduced in section 10 
or 15 lbs. per yard by one or two more passes through 
the rolls, which would probably then turn it out a 
fairly good rail; but as it is, there has been so little 
work expended on the rail in making it that it is not 
homogeneous, and leaving the rolls so hot it is practi- 
cally annealed to almost the last degree of softness— 
a kind of softness which isa very different thing from 
the chemical softness which was urged by ‘‘one of 
our most distinguished experts” some years ago, with 
such unfortunate effect, even allowing that he did not 
outrun his basis of fact in his conclusions. 

Since, then, the best of good rails can by heating 
and annealing, as the modern rail is annealed in 
manufacture, be made as unserviceable as are so many 
of the latter, and since the rail in these latter can, by 
doing a little more work on it, be made very nearly 
as good as the best, we have the strongest possible in- 
dication as to what is probably the cause for the con- 
spicuous inferiority of modern rails. The extent of 
this inferiority appears to be little appreciated 
by the average buyer, because few of them 
have any definite knowledge of the enduring ser- 
vice which really good steel rails, such as have 
been turned out in the past by the millions of tons, 
are capable of rendering. We therefore repeat that a 
rail which fails on a tangent under less than twenty 
years’ service on any but perhaps 10,000 miles in the 
United States—certainly not more—is proved by that 
fact to be so poor a rail that no man who knew what 
he ought to get for his money would buy it, and if 
any one ventures to question this we cheerfully under- 
take to prove it in detail. 

The Engineering and Mining Journal alleges, more- 
over, that ‘‘some competent experts” consider the 
rapid process by which these extraordinary records 
are made possible to be calculated to give a more 
dense and stronger bar than the old method of 
gradual reduction and intermediate reheating.” Per- 
haps they do, but until the contrary is proven we feel 
compelled to question, first, the existence of any 
“competent expert” who would make so large an 
assertion in any other way than with his tongue in 
his cheek, and secondly, until he has proven it, the 
competency of his expertness. As to the alleged effect 
of increase in weight of rolling stock, the Journal 
is good enough to compliment us on being “so 
able and reliable a paper upon all matters in its own 
department” that it will, perhaps, take our word for 

it that there has been no change in this respect of suf- 





ficient importance to account for more than a mere 
fraction of the difference in durability of rails. En- 
gines are heavier, but the average load per wheel is but 
little more than it was ten years ago.’ Cars are heavier, 
but their load per wheel is still very far below that of 
the driving-wheels, and there is abundant reason to 
believe that the engine causes a full half of the rail- 
wear. Mofeover, the average weight of rails has in- 
creased, as well as that of rolling stock, and is quite 
as great in proportion to the load on drivers as it was 
ten years ago. 

Finally, the Journal has looked into the heart of our 
manufacturers and declares that we are ‘‘ in error in 
attributing to them an indifference as to the quality of 
their products, provided they sell.” We have never 
done s0, in any opprobrious sense; but no man in his 
senses continues: very long to manufacture a better 
article than his customers demand and take pains to 
secure. The buyers are the natural guardians of 
quality, and when they neglect it, as they have neg- 
lected and do neglect it, quality is sure to run down. 








The Missouri Pacific strike has been declared off, 
having lasted very nearly two months. It has done 
great harm to legitimate organizations of workmen, 
because it was so manifestly wrong that many who 
had nearly reconciled themselves to recognizing the 
workman’s right to organize for the purpose of secur- 
ing the best terms possible from his employer, 
and to negotiate with him, directly or through 
his agents, on a footing of entire equality, 
are falling back to the attitude, a survival from 
slavery, which ‘“‘ refuses to recognize” the workmen’s 
organizations and his agents, or to negotiate at length 
with the men employed or as to matters affecting the 
employment. All this is not going to put a stop to 
organizations, etc., or prevent the workingmen from 
getting their rights; but it may make and prolong and 
embitter disagreements, which are only too numerous 
now. 








Among the strikers for eight hours there seem to 


;| be no railroad employés except the freight handlers 


in Chicago, supported by the yard switchmen on 
some roads, who prefer no grievance of their own, 
but refuse to switch cars loaded by men who take the 
places of the strikers. There are elsewhere some 
railroad shop employés involved in a_ strike, 
but on the whole very few railroad employes seem 
to have struck. At Chicago, one or two of the roads 
have proved that it is possible to get men on the old 
terms by getting a full force the very first day of. the 
strike. The Chicago railroad strikers have been guilty 
of some violence, but nothing in comparison with 
the acts of others. The men have a right to 
ask for shorter hours and to try to get them, 
and if they struck peaceably no complaint could be 
made except of the unwisdom of an act which prob- 
ably cannot be successful. A great many much more 
intelligent men than the freight-handlers are convinced 
that a reduction of the working time will be good for 
them and that they can get it; and it is not at all 
strange that the freight-handlers should do as they do. 
In the present condition of industry, itis certain thata 
general reduction of the working hours one-fifth would 
result most disastrously, and under any circumstances 
so great a reduction at once would do great harm. It 
is entirely possible, however, that the reduction is 
possible in certainindustries, and only a very small 
fraction of the workers of thecountry demand it. If 
they should get it, however, it would be at the expense 
of the other workers, chiefly the farmers,the latter (in- 
cluding the great mass of small farmers) being the 
hardest worked and perhaps the poorest paid class in 
the community. 








The Grand Trunk report for the last half of 1885 
reads much like the reports of the American trunk 
lines; but as the Grand Trunk’s net earnings are small 
even when it is prosperous, the two very lean years 
just past have brought it to the verge of bankruptcy, 
the net earnings for -1885 having been $179,380 less 
than the fixed charges. The last: half was con- 
siderably better than the first half of the year, 
there being a protit then of $54,690, against a loss of 
$234,070 in the first half. In addition to the general 
bad times and the low rates of the railroad wars, 
which it suffered from in common with the 
American companies, the small-pox at Montreal 
very seriously reduced its passenger traffic, amount. 


ing, it is estimated, to a reduction of $200,- 
000 in receipts. The controlled lines, the Chi- 
cago & Grand Trunk and the Detroit, Grand 


Haven & Milwaukee, suffered like the Grand Trunk. 
For the whole year 1885 the Chicagu & Grand Trunk 
earned gross 124 per cent. less than in 1884, and the 





net earnings fell off 51 per cent., from $783,570 to 
$383,070, which was not half enough to pay the in- 
terest on the bonds, for which the Grand Trunk had to 
advance $468,640.: Nearly seven-eighths of its gross 
earnings went to pay working expenses. 

The Detroit & Milwaukee had a comparatively small 
decrease—8 per cent. in gross and 54 per cent. in net 
earnings. 

The report says that the competition of the Canadian 
Pacific was felt more than it had been last year, in the 
last half of which it is estimated to have reduced the 
Grand Trunk gross earnings by about $175,000. 

For the whole Grand Trunk system there was, 
mainly in consequence of the railroad wars, a reduc- 
tion of $1,348,485 from 1884 to 1885, and of $1,750,140 
from 1883 to 1885, 








Reports of earnings in April are now in for but few 
companies, but among them are some of the most im- 
portant in the Northwest. We give them below for 
five successive years : 


1882. 1883. 884. 1885. 1886 

or, & $451,023 $660,412 $1, 441, 514 $877,665 $987,922 
St. P....1,517.569 1.972.271 1,948,636 1,927,263 1.764,000 
C, C.&N.W.1, ,668,741 1,754,379 1,822,165 1,770,829 1,741,065 
Me W.... 70,009 90,037 97,383 104,853 157,485 
a ae 

S. F.... 234,496 262,217 359,003 357,106 331.864 
C..&E.1. 123,881 123.769 108,547 116,065 135,741 
Mob. &O. 141,957 129,108 167,790 128.428 128,46 
Nor.& W. 171,793 190,996 211,522 198,468 248,257 

The results are somewhat mixed. The Northern 
Pacific did better than in any other April, except 


when the exceptional rush to the Coeur d’Aléne mines 
greatly swelled its earnings two years ago, and the 
gain over last year is no less than 124 percent. All 
this month, as well as most of March, it suffered from 
the low transcontinental rates. The gain in earnings 
was 24 per cent. in March, and the amount of gain for 
the two months was $275,607, but for the nine months 
of the fiscal year ending with April the gain has been 
but $67,729 more. The tarffic revives with spring on 
the Northern Pacific, and spring was much earlier 
this year than last. 

The Chicago, Milwaukee & St. Paul makes a de- 
cidedly bad showing, its earnings this year being not 
only 8.4 per cent. less than last year, but 9.7 per cent. 
less than in i884 and 10.5 per cent. less than in 1883, 
when there were 412 less miles of road. The Chicago 
& Northwestern, on the other hand, earned but little 
less than last year or in 1883, but 44 per cent. less than 
in 1884. Both these roads must have suffered con- 
siderably from the war over St. Paul and Minneapolis 
business. 

The large gain of the Milwaukee, Lake Shore & West- 
ern is not accompanied by a great increase in mileage 
over last year, but doubtless the considerable additions 
made before last year are but now beginning to have 
an effect, though the earnings per mile were but $296. 

Going southwest of St. Louis, we find the St. Louis 
& San Francisco earning but 7 per cent. less than last 
year, in spite of the disturbances by strikes, which, 
however, may have brought some grist to its mill. In 
March and February its earnings were very nearly the 
same this year as last; in January less, The Chicago 
& Eastern Illinois earned more this year than in any 
previous April, and 17 per cent. more than last year, 
indicating a revival of its coal trade. 

In the South we have the Mobile & Ohio earnings 
less than in any of the four years previous, though 
nearly the same as last year, while the Norfolk & 
Western earned much more than ever before, and a 
fourth more than last year. 

We may not safely make any general conclusion 
for the country from the above reports ; the two great 
companies northwest of Chicago are representative 
for that part of the country, and, indeed, include the 
larger part of its mileage, and their earnings indicate 
a bad condition of things in April. On the other 
hand, the Northern Pacific ought to be representative 
for the country northwest of St. Paul, and has done 
decidedly well. Those that have reported so far have 
in the aggregate very nearly the same earnings as last 
year, but considerably less than in 1884, owing to the 
exceptionably large earnings of the Northern Pacilic 
then. 





The United States Express Company will discontinue 
its express service over the New York, Lake Erie 
& Western Railroad on May 15, severing relations 
which have existed since 1854. The ten-year con- 
tract, about expiring, and which a considerable ne- 
gotiation has failed to renew, began in May, 1876, and 
the Erie Company purposes hereafter to conduct its 
own express business. The United States Express Com- 
pany has long been a joint owner of the Delaware, Lack- 


‘awanna & Western Express Company, anda contract 
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has been concluded between them by which the United 
States will send its western business over the Lacka- 
wanna route, and will also take charge of all the local 
express business on that line. 








Car Couplers in Michigan. 





As announced in another column the Michigan Railroad 
Commissioners have selected seven automatic or safety car 
couplers for use in that state. As the law now [stands, there- 
fore, no railroad in that state can fix any other coupler to 
their freight cars.* It is therefore a matter of some sur- 
prise that the list of couplers selected excludes several 
that are in extensive use in various parts of the country, 
and some that have been approved of in another state. 
The couplers selected by three different bodies, the Mas 
ter Car-Builders’ Association, and the Railroad Com- 
missioners of Massachusetts and Michigan respectively, 
include collectively no less than 17 different de- 
vices. If New York and other states follow the example 
thus set by Massachusetts and Michigan, the number of 
couplers approved of in one state and not considered worthy 
of use in another will be largely increased. The following 
table shows the present state of the question : 


Approved Automatic Car Couplers. 





Master Car-Builders’ Massachusetts Kail- Michigan Railroad 
Association, Sept., road Commission- Com missioners, 
1885. ers, Jan., 1885. May, 

veback MeeSsGies: Swag waeTaee aeobeR Aikman 

Ames. Ames. Ames. 

Archer. «me eebe 6066600 abence 

catob n0ee ooemen iil RI cker. 

Cowell. Cowell Cowell. 

,  ————— ee ee eo 

Gifford, rs Swe 

Hein, Cees suetess seee On 
peek Aaee sae ales Hilliard. 

Janney. Janney. sins ah caleistsanlahaaes iene’ 

a: £;‘( © ~ ésé§=«—«« gig: ‘iileéctssascassitiatesbs M rks. 

Maeha wene SONSSG Wace aubepanmeiaces McCree. 
re Cees |) my oe 
Perry. Perry 


Thurmond. 
Titus & Bossinger. 


It thus appears that no fewer than 17 different couplers 
have been approved of by three independent bodies of men, 
acting in a quasi judicial capacity and not as the officers or 
advisers of a money-earning corporation. An eighteenth 
coupler, the Smillie, has recerved a practical indorsement 
from a railroad in the shape of a large order from the Dela- 
ware, Lackawanna & Western. We may therefore say that 
some twenty different car couplers have already received the 
more or less emphatic approval of bodies of men who have 
had some opportunities of testing the merits of the rival in- 
ventions. This gradual widening of the list certainly does 
not seem to promise an early solution of the car-coupler ques- 
tion in the direction of the general adoption of practically 
interchangeable couplers. 

It will be observed that the Michigan list includes three 
couplers, Aikman, Blocker and McCree, which were not 
mentioned by the Master Car-Builders’ Association or the 
Massachusetts Railroad Commissioners. These couplers may 
possibly possess sufficient me1it to render them worthy of a 
more extended practical trial, but it is difficult to see on 
what grounds the Michigan Commissioners have shut 
out several undoubtedly good couplers which were ap 
proved of by the most competent practical judges, the 
Master Car-Builders’ Association. The Master Car-Builders 
hal not only the results of the trials at Buffalo to guide their 
decision, but also had access to the confidential information 
acquired by the use of the majority of the couplers in prac- 
tical service on their own lines. Possibly, however, the 
Michigan commissioners are willing to try further experi- 
ments and include im their lists some of the couplers which 
the Master Car-Builders’ Association and several large rail- 
roads consider possess great practical merit. 

The course things are taking, however, shows how unfit any 
state tribunal, even if technically qualified, is to give de- 
cisions on such a matter, simply because it is a question of 
vational and not of state interest. There is nothing to pre- 
vent the New York Commission from excluding from the 
couplers to be used{in their state all the couplers approved for 
application in Massachusetts and Michigan, and then cars 
built for New York companies would be excluded from both 
those states. 








Erie Earnings in March and for the First Half of 
its Fiscal Year. 





The New York, Lake Erie & Western makes a very good 
showing for March, its profits in that month having been 
larger this year than in apy other except 1880 and 1881. 

For the nine years since the reorganization the gross and 
net earnings and working expenses of the Erie proper (ex- 
cluding the leased New York, Pennsylvania & Ohio roads) 
have been in March: 


Year. Gross earnings. Expenses. Net earnin 
1878... os eeeeee $1,147,208 $825,370 21.838 
1879. . 1,356,780 945,006 411,774 
, SERRE 1,644,958 902,026 742,932 
| 1,847,261 1,143,258 704,003 
BOER. ning’ Some 1,567.633 1,094,944 472,689 
1883. 1,696,969 1,189,953 507,016 
1 TE <5 1,177,892 943,891 234,00) 
1885. 1,269,249 882, 387,153 
UO 1,464,950 960,130 504,8: 


Thus the gross earnings this year were larger than last 
year and the year before, but smaller than for four years 
Previous, and nearly the same may be said of the working 
e mpemne 5 but the net earnings were exceeded only in 1880; 





dex of law is given on page 477 Railroad Gasette, July 24, 





1881 and 1883, and but slightly in 1883. Compared with 
last year the increases are : 


G earnings. Expenses. Net earnings. 
pe 95.701 8,034 $117,667 
Percent........ o) Bes 15.4 8.9 30. 


. The percentage of gain in net earnings is very great, and 
the amount is considerable. 
Compared with 1884 the increases this year are : 


Gross earvings. Expenses. Net earnings. 
BEE, ... » eesgnteds $287,008 $16, 4 $270,819 
PUP OORS. 0... cccccs ces 1.7 115.7 


Thus the net earnings ee more than doubled since 1884, 
when they were wretched. 

The earnings, exp@nses and rentals of the leased New York, 
Pennsylvania & Ohio Railroad in March for the three years 
of the lease have been : 


1884. 1885. 1886 
Gross earnings....... .....- $467,143 $440,107 $482,751 
OR +39,030 322, 313,736 
Net earniugs .. . .......... $128,113 hl Y $169,015 
TN oS obs civ cwcescasdsecds 149,486 0.834 154,480 
NN ai. s'iicongns £oe> tpeeee eee $21.373 $23, 07 nseny bee 
Ee ret eo ae ye $14,535 


The gross earnings of the line this year are ‘surprisingly 
arge, considering the small Chicago shipments during the 
month. They have been very little exceeded in the most 
favorable years, a — in March before the lease : 

1877. 1878. 1880. 1881. 1822, 
$293,396 $263,209 gaat 824 $196,332 $504,476 $485,673 

The company’s report of net earnings in these years made 
them larger than this year only in 1880 and 1881, but the 
charges for expenses were not masjle as they are now. 

Compared with last year this leased road gained 9.7 per 
cent. in gross and 35 per cent. in net, while the Erie proper 
gained 15.4 per cent. in gross and 30.4 in net. On the leased 
road expenses decreased 23¢ per cent. ; on the Erie they in 
creased 1%¢ per cent. 

Combining the profit or loss on the lease with the net earn_ 
ingsof the Erie proper, the lessee’s net from the two in March 
was: 

1884. 1885. 1886. 
$212,628 $364,136 $519,335 
which are to be compared with the net earnings of the Erie 
proper in previous years. As we have said, the amount this 
year has been exceeded only in 1880 and 1881. 

For the six months ending with March of the company’s 
fiscal year the earnings and expenses of the Erie proper have 
been: 


Year Gross earnings. Expenses. Net earnings. 
7 $8,144,057 $5,487,263 2,656,794 
i 5,458,497 2,313,525 
821,334 5,762,315 3,059,019 
10,140,500 6,635, 150 505,350 
9,292,930 6,699.116 2,593,814 
834,691 6.947,025 2,887, 
.906, 197 6,416,791 2.489 406 
,604,860 5,374,459 2,230 4C1 
852 5,719, 2,947,162 





Thus the gross earnings were less this year than in any 
year since 1879 except last year; the same is true of the 
working expenses; but the net earnings were larger this year 
than in any other except 1879-80 and 1880-81, and nearly 
as large as in the first of these years. 

The increases over last year for the six months are : 


Gross earnings. Expenses. Net earnings 
DRE. 0.000; 0400.00 stadt $1,061,991 $345,231 716,760 
Per cent 14.0 6.4 32.1 


The increase in gross and especially in net earnings is very 
important. 

Meanwhile the result on the leased New York, Pennsyl- 
vania & Ohio for the three years of the lease has been, for 
the six months : 











1884, 1885. 1886. 
Gross earnings..... . .. $3,042,124 $2,635,750 $2,905,177 
MII. 55. icc0nse rene 2,248,640 1,786,099 1,968,689 
Net earnings... ......... $793,484 $849,651 $936 488 
ietesanksh vaeebane 973,480 855,862 929,657 
ja« dnebubsied debeke $179,996 $6,211 eon 
Di +h+ite, <ohraneinins sheeheaae 4 . heteareaan $6,831 
This shows gains over last year of : 

Gross earnings. Expenses. Net earn. 

OEE ic néaccndisccen $269,427 $182,599 837 
DUOPGORG. ccicnceccecsnes 1 10,2 10.2 


The gross and net earnings have increased proportionately 
less for the six months on this road than on the Erie proper, 
and the working expenses have increased more, but the 
latter is due largely to the fact that the decrease in the ex- 
penses on the leased road from 1884 to 1885 was 201, per 
cent, and on the Erie proper ‘‘ only” 1614 per cent. Com- 
pared with 1883-84 the decrease in working expenses has 
been 121¢ per cent. on the New York, Pennsylvania & Ohio» 
and 10% per cent. on the Erie proper. The leased road 
yields a slight profit for the last half-year, against a slight 
loss last year and a large loss in 1883-84, and this profit or 
loss, togetber with the net earnings of the Erie proper, makes 
the net result to the former from both roads for the half- 


"* 1983-84, 1884-85. 1885-86. 
$2,309,410 $2,236,612 $2,953,993 
which should be compared with the net earnings of the Erie 
proper in previous years. It will be seen that the amount 
this year isa little more than in the favorable year 1882- 
1883, only $105,026 (31¢ per ¢ent.) less than in 1879-1880, 
and was largely exceeded only in 1880-81, and then by the 

sum of $551,357. 

The result is the more favorable because this year excep 
tionally large expenditures for some branches of renewals- 
and maintenance have had to be made to make up for neces- 
sary neglect after 1883, when net earnings suddenly fell off 


20 | very largely. 


This half-year includes two of the best months of the year, 
but the others are much below the average. The percentage 
of the fiscal year’s net earnings made in this first half of it 
have been : 
1879-80. 1880-81. 1881-82. 1882-83. 1883-84. 1884-85. 

43.4 47.0 37.7 39.2 42.4 48.8 





Thus in every year more than half of the net earnings has 





been made in the last half of the year. At the rate of 1881- 
82, when the share in the last balf was largest, the net earn- 
ings for the whole of the fiscal year ending with next Septem- 


4 | ber would be $7,835,000, while the largest amount heretofore 


has been $7,460,000 (1880-81). So large ashare in the last 
half of the year can only happen when rates or traffic, or 
both, are very bad in the first half and very good in the 
second. At the rate of the year when the smallest part of 
the net earnings was made in the last half of the year (last 
year), the net earnings this year would be $6,053,000, which 
is $1,466,000 more than last year, and $774,000 more 
than in 1888-84, but $835,000 to $1,406,000 less than in 
any of the four years previous. Last year the conditions 
were certainly worse in the last than in the first half; and 
this year some of the conditions are better now than the 
average for the past six months; but the prospect for the 
half year is unusually obscure, for the immediate course of 
many great industries is unusually uncertain, and in every 
year the crop and the crop prospects have a great effect on 
the business of the last three or four of the six months end- 
ing with September, and we know very little about these 
until sometime later. Unless the last half of the year rel- 
atively to the first half shall be worse this year than ever be- 
fore, however, the Erie will have $1,466,000 (82 per cent.) 
more net earnings this year than last, which will certainly 
be a very great improvement on that very bad year. 








The date heretofore fixed for the annual convention of the 
American Society of Civil Engineers, as given in our last 
issue, has been changed to one several days earlier, for local 
reasons. The precise date has not been again fixed, but the 
complete arrangements will probably be announced next 
week. 








The Pennsylvania Railroad is making a small experiment 
in iron ties by laying about two miles of them on the main 
line in the Philadelphia yard. They are of inverted channel- 
bar section and are made by the New Jersey Steel & Iron 
Company of Trenton. N. J. 








The somewhat singular selections of automatic car-coup- 
lers to be authorized for use on cars in the state of Michigan, 
as announced in this issue, is to be supplemented, possibly, by 
some further surprises on the part of the state of New York, 
the Railroad Commissioners of which announce in another 
column that they will ‘‘ conduct practical tests of automatic 
freight car couplers at the East Albany yards of the 
New York Central & Hudson River Railroad, beginning 
at 10a. m.” on Wednesday, June 16, only about two weeks 
before the use of some automatic coupler becomes obligatory 
on all new cars built or purchased for use, in whole or part» 
nany railroad in the state. 








The Committee on End Platforms for Freight Cars of the 
Master Car-Builders’ Association has made something like a 
‘““new departure” in “circulars of inquiry” by sending out 
this week a ‘circular’ containing nothing more than this 
simple query, printed on the back of an addressed posta} 
card : ‘‘ Are you opposed to, or in favor of, end platforms 
for freight cars?” We shall await with considerable curiosi- 
ty the record of the responses which it brings forth, to see if 
it is more effectual than others in obtaining responses. It 
certainly ought to be, since no imaginable reaton appears 
why every member of the Association who has ever had oc- 
casion to form an opinion should not answer this simple ques- 
tion with the words “‘ opposed,” ‘‘in favor” or ** doubtful’ 
and sign his name to it. 

Never theless, it is a tolerably safe prediction that a hand- 
some minority of the Association will not do even this, for its 
members have acquired very bad name for answering cir- 
culars. But it may be otherwise, for there has been a certain 
excuse for negligence in the fact that many of the circulars 
have propounded intolerably long lists of physical and financial 
conundrums, and as each committee has sent out as long cir- 
culars as possible to every member, it is not so very surprising 
that the multitude of ‘‘ Do you know’s” has discouraged send- 
ing any responses at all. Not but what the members ought 
to answer circulars more fully—plainly they ought; but 
human nature being what it is we can at least understand 
why they do not. The end-platform circular is open to no 
such objection, and if it should prove a successful departure 
may perhaps afford a hint to the other committees which may 
be availed of in time for the ensuing convention. 








Advertising for a general manager, a superintendent, or 
other prominent officer, is not a usual custom with railroads 
and large manufacturing corporations in this country, 
although in England it is a common practice, companies of 
the first rank calling in this way for offers for positions as 
high as the general managership. The Canadian Locomotive 
& Engine Company, of Kingston, Ont., recently, following 
the English custom, advertised for a general superintendent 
of its works in our columns, and in this way has secured the 
services of a gentlemen of the highest reputation as a designer 
of locomotives. Mr. Frank D. Childs, who*’has accepted the 
position of Superintendent of the works at Kingston, is well 
known from his long service with the Hinkley Locomotive 
Works. He went to that establishment as draftsman over 20 
years ago, in 1865, when it was known as the Hinkley & 
Williams Works, and has remained there ever since through 
all its changes of ownership. He was Chief Draftsman and 
Engineer when the company was reorganized as the Hinkley 
Locomotive Works, and when the present corporation, the 
Hinkley Locomotive Company, was formed some years ago, 
he was made Superintendent of the shops. The Can- 





adian Locomotive & Engine Company is a large concern, 
and is the only establishment of any considerable size in 
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Canada which builds locomotives for sale, although there is 
also a smaller shop in St. Jobn which bas done some work for 
the Intercolonia]l. The company is to be congratulated on 
securing Mr. Childs’ services, 








Chicago through eastward rai] shipments of flour, grain 
and provisions for the week ending May 1, by the incomplete 
report, omitting shipments by the Chicago & Atlantic Rail- 
way, have been, in tons, for the last five years; 











1882. 1883. 1884. 1885. 1886 

ne eee ee 3,060 §,358 9,102 16,174 3,988 
Grain P 14.399 22,792 38,263 19,557 6,414 
Provisions 4,898 8,221 6,658 7,139 6,724 
Total 22,357 36,371 54,023 42,870 17,626 
Chi. & Atlan. ....Notopen. Notopen. 7,311 8,918 No rep. 


Thus the shipments of the roads reporting this year 
were not half as great as last year or in 1883, and not one- 
third as great as in 1884, but were only about one-fourth less 
than in 1882, when the traffic was very light. The decrease, 
as heretofore, is chiefly in grain, and compared with 1882 
there is an increase of 32 per cent, in flour and 36 per cent, 
in provisions, while there is a decrease of 52 per cent. in 
grain. 

The smallness of the shipments of flour recently indicate 
that much has been held to go by lake, but ifso, it will 
probably go not so much from Chicago as from Duluth and 
Washburn, though we cannot yet be certain of this, The 
flour shipments (from all Northwestern markets) were but 
little more in the week that navigation opened than they had 
been previously, having peen for seven successive weeks, in 
barrels : 








Week ending = 
Mar. 13. Mar. 20. Mar. 27. Apr.3. Apr. 10. Apr. 17. Apr. 24. 
214,117 204,868 178,551 2u2,592 205,678 191,448 245,652 


No shipme.ts were made from Lake Superior ports in the 
last of these weeks, which was the opening week for Chicago 
and Milwaukee, and the increase over previous weeks was so 
small as to make it probable that the vessels did not carry a 
great amount from Chicago and Milwaukee then—nothing in 
comparison with the 7,314,000 bushels of grain which they 
carried. 

The shipments by this imperfect report in each of the last 
seven weeks have been, in tons : 

—_——————Week endi a 

Mar. Mar. April April April April May 

20. 27. 3. 10 17. 24. 1 

5,22L 5,083 4,327 3,825 





Nn a ae 4,985 5,650 3,988 
Grain. 212. 22..1142757 161502 111490 7.843 75280 51503 6.914 
Provisions ...... 6,173 5,800 6,131 6,011 7037 7,555 6,724 








0 ee 25.915 27.952 22,910 18,937 18,644 16,8*3 17,626 

Thus, with the exception of the previous week the ship 
ments last week were the smallest of the seven—of the whole 
year for that matter, and the increase over the previous week 
was almost wholly in grain. The provision shipments were 
above the average of the seven weeks, though exceeded in 
the two weeks next preceding. 

We must not lose sight of the fact that the Chicago through 
shipments not given in this report, including the freight of 
higher classes, and the live stock and dressed beef, must 
amount to a greater weight, and yield much larger earnings 
than what is reported above, and that these more valuable 
shipments are quite as large now as in any other year. Last 
March the live stock and dressed beef shipments amounted to 
69,245 tons, against 67,665 tons last year, equal this year to 
15,388 tons per week, and the unreported other freight is 
usually 12,000 to 16,000 tons per week. 














The shipments of flour from Chicago for a long time past 
have been so smallas to indicate that the mills might be hold- 
ing to ship by lake. 
cents per 100 lbs. = 50 cents per barrel, of course makes the 
inducement to ship by lake greater than if the rail rate was 
but 15 cents, as last year and the year before at this season. 
Last year out of 5,240,199 barrels of flour shipped from 
Chicago no less than 4,033,011 were transferred directly 
from the western railroads which brought it to the eastern 
railroads which carried it away, without passing through 
any Chicago warehouse, and nearly all of 1t, doubtless, with- 
out transfer from one car to another, and only 652,373 
barrels were shipped by lake. But last year there was 
little or no difference between lake and rail rates, and it is 
orly the difference in these between Chicago and Buffalo that 
is saved, for no flour goes by canal from Buffalo. It takes a 
greater difference in the rate to divert flour than grain from 
the railroads to the lake vessels, but the difference is probably 
great enough now, if not from Chicago, at least from Lake 
Superior ports, though this is partly offset just now by the 
extremely low rates from Minneapolis to Chicago which the 
railroads are charging—so low that the railroads from 
Minneapolis to Duluth and Washburn will dislike to bid any 
lower for the much shorter distance they carry it. 

The percentage of the total Chicago flour shipments that 
has gone by lake in successive years has been : 


1879. 1880. 188]. 1882. 1883. 1884. 1885. 
8.8 18.4 3.1 20.6 17.2 13.5 12.5 


The larger percentages by lake were in the years when rail 
rates were highest and best maintained, as 18.4 in 1880 (30-_ 
cent rate through the summer), and 17.2 in 1883 (25-cent 
rate insummer). This shows, however, that with the high- 
est rail rates by far the larger part of the flour shipped from 
Chicago has gone by lake. It is only recently, however, that 
there have been important shipments from Lake Superior 
ports, and the diversion of shipments to the lake now may re- 
sult. not so much in an increase in the proportion of 
the flour going by lake from Chicago, as a decrease 
in the total flour receipts of Chicago and Milwaukee, 
which come very largely from Minneapolis and other mils 

‘uch nearer to Lake Superior than to Chicago. Last year> 
of the 5,385,772 barrels of flour received at Chicago, 4,705,- 


The maintenance of a rail rate of 25 | 





railroads from Minneapolis—the Milwaukee & St, Paul, the 
Northwestern and the Rock Island—and in that year Duluth 
received 1,019,999 barrels of flour, or nearly one-fifth as 
much as Chicago, while a considerable quantity, not reported. 
went to Washburn, the St. Paul & Omaha terminus near 
Bayfield, and nearly every barrel of this must have gone by 
lake—twice as much as the lake shipments from Chicago, 
The flour movement is not decreased by the short crops of 
wheat to anything like the extent that the wheat movement is 
reduced ; partly because the mills try to keep busy—and there 
is abundance of wheat to keep them busy—but largely be- 
cause the flour received at Lake Michigan and Lake Superior 
ports comes chiefly from the spring-wheat territory, which 
had a pretty fair crop of wheat last year, the great decrease 
in the total production being almost entirely in winter wheat. 
Thus, in the first four months of this year, the Northwestern 
wheat receipts were little more than half as great as last year, 
while the flour receipts were but 112g pe: cent. less, and the 
seaboard receipts fell off 24 per cent. in flour and 64 per cent. 
in wheat. We do not hear of great accumulations of flour in 
the West, such as there have been of wheat, and it may be 
that the whole movement will be light hereafter. 








The full report of the grain shipments from the North- 
western markets during the week of the opening of navigation 
shows them to have been 9,430,639 bushels, of which 7,314, - 
064 bushels went by lake, 474,922 down the Mississippi, and 
1,641,653 by rail. The rail shipments were nearly the same 
as the week before, and above the average of the last six 
weeks, but they were but 1714 per cent. of the total ship- 
ment. As we showed last week, the rail shipments in the 
week of the opening in previous years were : 


Year. Bushels. | Year. Bushels 
RN) ua cages bbpiees 1.664,849 | 1883............ 2,790,301 

Pree 1,678,295 | 1884...... .. ....-.. 2,840,151 
DED ckaccmesssececeas 1,508,111 | 1885..... .... 2,414,422 
Se De) ROE niin sc cnsssanes 1,641 ,653 





The rail shipments this year were never much exceeded in 
the opening week when rates were maintained except in 1883. 
The large shipments this year were the largest ever made in 
a single week. 








When lake navigation opened there were 28,067,000 
bushels of wheat and 5,826,000 of corn at the Western lake 
ports, which was considerably more than two months’ re- 
ceipts. Now it is noticeable that of the enormous shipments 
in the week when navigation opened, 4,941,133 bushels were 
corn, or 85 per cent. of the stock at lake ports ; and only 
3,397,589 bushels were wheat, or 12 per cent. of the stock at 
lake ports. This does not promise a large grain movement 
from the stocks in elevators ; for the only grain of which 
there is much in store is wheat, and this seems disinclined to 
move. Nine-tenths of the wheat went by lake, and five- 
sixths of the corn, but very little of the oats, rye and barley. 








There have been many proposals to form a pool at Milwau- 
kee, but until now they have come to nothing. The situation 
there is peculiar. By rail Milwaukee is 85 miles further than 
Chicago from the Eastern cities. By lake it is nearly the 
same distance; and by the route, via Grand Haven, requir- 
ing the crossing of Lake Michigan by steamboat, 85 miles, 
the distance is nearly the same (a few miles shorter). This 
situation has made it necessary for the all-rail lines to accept 
the same rates from Milwaukee as from Chicago, so that 
the lines east of Chicago have to accept a rate from Chicago 
on shipments made from Milwaukee less than the rate on 
freight originating at Chicago by as much as the Northwest- 
ern or the Milwaukee & St. Paul receives for carrying from 
Milwaukee to Chicago. 

But the lines to Milwaukee requiring a transfer across 
Lake Michigan—that is, the Detroit,Grand Haven & Mil- 
waukee, with steamboat between Grand Haven and Milwau- 
kee, and the Flint & Pere Marquette, with steamboat be- 
tween Ludington and Milwaukee—are at some disadvantage 
compared with the all-rail lines on account of the transfer, 
and at certain seasons of the year on account of the dangers 
and delays in navigating the lake. Therefore, they charge 
rates lower than the all-rail rate. With no pool at Milwau- 
kee, there the difference is sometimes so great as to take 
nearly all the business from the all-rail routes, which latter 
business all goes through Chicago, and, therefore, is covered 
by the Chicago pool. Thus we have had two lines at Mil- 
waukee virtually in a pool (for the haul east of Chicago) and 
two not. 

“The new pool covers the Detroit, Grand Haven & Milwau 
kee and the Flint & Pere Marquette. They agrce to main_ 
tain Chicago rates on their Milwaukee through traffic, ex- 
cept that they will charge two cents less per 100 Ibs. on 13th 
class freight (grain and flour). They are.to divide the traffic 
by an agreement between themselves, and may also make an 
agreement with the Northwestern and the Milwaukee & St 
Paul for a division of the whole Milwaukee through traffic. : 

The Milwaukee traffic is not very large, but it is large 
enough to affect Chicago business when rates are not main- 
tained; from most of the country west of Lake Michigan 
rates are the same to both cities, and from Minneapolis, for 
instance, the shipments will go to Milwaukee almost exclu- 
sively if the rate then east is the lower. There is, however, 
some difficulty in maintaining a uniform difference between 
the all rail and the lake-and-rail rate, because the disad- 
vantage of the lake transfer varies with the season. At some 
times of the year there is not much to choose between them; 
at others, the chances of delay to the steamer are serious. 
The intention is to run a steamer between Milwaukee and 
Grand Haven all winter; but this is not always possible, and 
actually the traffic by this route is usually much greater in 
summer than in winter. . 








Wilhelm von Nérdling, one of the most eminent of Euro- 





burg, who received his education in the French School of 
Bridgesand Highways, became a member of the French Corps, 
and rose to be Chief Engineer of one of the six great French 
companies (the Orleans), in 1870 was invited to take a position 
under the Austrian Minister of Public Works, and then be- 
came ‘‘ General Railroad Director” for the Austrian govern- 
ment—his duties being perhaps best expressed as those of the 
chief consulting engineer of the government with regard to 
railroads, such as projects for new ones, the inspection of old 
ones, etc,, the government at that time having scarcely any 
railroads of its own. From this position he retired because 
his recommendations as to the construction of the Arlberg 
Railroad were overruled in favor of those of geologists and 
others, not railroad experts, who had been consulted : 
whereupon he published a very interesting pamphlet 
on the political and social position of engineers in 
Germany, especially valuable for its account of the 
training and position of engineers in France, where he 
had learned his profession and won his_ reputation. 
He had published some engineering treatises of note in 
France, and since he has been in Austria has written much 
and forcibly, recently discussing at Jength the comparative 
cost of railand canal or river transportation, and in ad- 
vocacy of narrow-gauge railroads. It isnow announced that 
Mr. von Nordling has left Vienna and returned to Paris. It 
is very rare that an engineer on the Continent of Europe has 
an international career like this, unless it is some German 
engineer who holds high positions in different German states, 
as Baron von Weber did in Saxony, Austria, and finally in 
Prussia. 








Record of New Railroad Construction. 





Information of the laying of track on new railroad lines 
is given in the current number of the Railroad Gazette 
as follows : 

Baltimore & Ohio.—On the Philadelphia Branch track 
is laid from the Susquehanna River in Maryland east to the 
Delaware line, *18 miles. 

Chicago, Burlington & Northern.—This company reports 
a total of 12 miles of additional track laid at various points. 

Fort Worth & New Orleans.—Extended southeast to 
Waxahachie, Tex., 1414 miles. 

St. Paul, Minneapolis & Manitoba.—The Willmar Branch 
is extended from Cold Springs, Minn., to Richmond, 9 miles. 

Southern Pacific.—A branch is completed from Berenda, 
Cal., northeast to Raymond, 2114 miles. 

This is a total of 75 miles on 5 limes, making in all 652 
miles thus far reported for the current year. The new track 
reported to the corresponding date for 15 years has been : 


Miles. Miles Miles. 
ne ee CBZ | 1GSL . . ccc ..00% 1,018 | 1876 . 455 
, See eee 1,264 | L875 . 229 
aes. . tt ae 493 | _. Sea 423 
1883. eee Ue: ere PN Ere 738 
RRS wiesataces 2,503 | 1877......... ....d04 | 1872 1,136 


These figures include main track only, second or other 
additional tracks and sidings not being counted. 


NEW PUBLICATIONS. 








The Popular Science Monthly for May has an interesting 
and sensible article on ‘‘ The Difficulties of Railroad Regu_ 
lation,” by Arthur T. Hadley. 

The Fortnightly Review (English) in its April number, has 
an article on ‘‘ State Control” of the English railroads, by S. 
Laing, for some time Chairman of the London, Brighton & 
South Coast Railway Company, alsoa member of the Rail. 
way Department of the Board of Trade, and a barrister 
practicing before parliamentary committees. Mr. Laing, 
who wrote before Mr. Mundella introduced his ‘‘ Railway 
Rate and Uharges Bill,” declares that some more efficient 
government control is required in England, and he proposes 
tbat it be exercised through a department of the government 
represented in Parliament by a responsible minister—that is, 
through a body like the Board of Trade. The necessity of 
defending the policy followed before Parliament would, he 
thinks, afford the best guarantee that nothing would be done 
which could not be defended. Ina postcript Mr. Laing ap- 
proves generally of the Mundella bill, but he thinks it should 
be accompanied by legislation for the protection of the rail- 
road companies against new competing lines. 

Mr. Laing’s article in the Fortnightly is followed by one by 
Mr. Joseph Parsloe, recommending for the present greater 
control of rates, etc., by public officers, but ultimately state 
ownership and management. The article is very sparing of 
evidence and arguments in favor of its recommendations. 

Mr. Par-loe’s paper, by the way, makes a statement as to 

rates on the five Clearing House classes, which he says are 
about as follows for a distance of 200 miles, per ton of 2,240 
bs.: 3.80, 4.25, 4.81, 5.83, 7.80 and 9.12 cents per ton per 
mile, which it is not easy to believe. The lowest rate for 200 
miles would be 33 cents per 100 Ibs.; the fifth-class (highest) 
rate would be $1.63 per 100 lbs. 





THE SCRAP HEAP. 
AMile of CoalCars 


A correspondent wants to know how much coal there may 
be in a mile of loaded coal cars. In reply, we can say that a 
5-ton car or coal jimmy is 11 ft. 6 in. in length from bump- 
er to bumper. An 11-ton car is 22 ft. iin. A car holding 
from 14 to 16 tons of anthracite is 24 ft. 2 in. A gondola of 
20 tons capacity is put at 27 ft.4 in. A large gondola with 
25 tons capacity is 32 ft.in length. Now then for the quan- 
tity. There will be about 460 of the jimmies to the mile, _ 
that means 2,300 tons of coal, perhaps. There will be 240 © 
the double jimmies and that means perhaps 2,640 tons. 
There will be 218 of the large cars, and that may meal 
3,270 tons. Of the gondolas there will be 193 cars, and this 











966 barrels, or 87.43per cent., were brought by the three 


pean railroad engineers, a native, we believe, of Wurtem- 


may mean 3,840 tons. Then of the larger ones, there are rf 
160 cars, which will equal in capacity 4,000 tons. + 
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this gocs to show that when you see or hear of a mile or two 
of cars standing loaded, it really does not mean so very much 
coal,—Coal Trade Journal. 


Railroad Young Men's Christian Association. 


The Detroit Association reports for March a total attend- 
ance of 1,039 at the rooms at Springwells. The average at- 
tendance at Gospel meetings was 1 There were 167 visits 
made during the month and 1,272 papers and ines dis- 
—— penne 1,000 copies of the Association paper, the 

eadlight, 

At the Ionia Branch the total attendance for the year end- 
ing March 831 was 11,026. The average attendance at 
religious meetings was 64. There were entertainments 
given, with a large attendance. 

Attempts at Train Wreckiig. 

A dispatch from Gardiner, Me., April 29, says: ‘t Another 
attempt was made last night to wreck the west-bound Pull- 
man train on the Maine Central at Farmingdale, about a 
milé east of Gardiner station. Six large sleepers piled on the 
track were striick by the locomotive, the cowcatcher was 
conipletely demolished, and the train had a very narrow 
escape from being thrown from the rails. This is the second 
tinie within a week that a similar attempt has been made, 
and during the past few years no less than six attempts have 
been made to wreck the night trains in the same place. The 
citizens in this vicinity are becoming greatly exercised. It is 
hoped that immediate and decided measures will be taken by 
the proper authorities to prevent a recurrence of these das- 
cardiy attempts at train wrecking.” 


A Curious Accident. 


A curious accident lately happened to a freight train on 
the Central Iowa Railway. hile ascending a grade the 
train broke in two and the hind part was left. After getting 
to the top of the hill there came a down grade. While de- 
scending this, a car in the portion of the train that was left 
jumped the track and ran along for a mile, breaking nearly 
all the fish-plate bolts on one side of the track. Then abridge 
was reached, and the cars piled up on it and knocked it down. 
The coupling broke and the engine went on without knowing 
of the disasters left in its wake, but the missing portion of the 
train was discovered before the engine got to the end of the 
division. We did not hear that Master Mechanic 7 had 
given that engine crew a chromo for vigilance.—National 
Car-Builder. 

Train Wrecking in Mexico. 

The Mexican Financier of April 24 says: ‘‘ The prompt 
action of the government in formulating a bill for the protec- 
tion of the railroads from assaults of any kind is in strikin: 
contrast to the tardiness of legislators in some of the United 
States, when asked to give protection to these public high- 
ways. With the recent communication of the Minister of the 
Interior Sefior Romero Rubio, to the Chamber ot Deputies, was 
forwarded a bill for the protection of railroads. The Minister 
recalls the historical fact that President Juarez asked the 
fourth Congress for the suspension of some of the individual 
guarantees in the constitution, in order to deal effectually 
with highwaymen and kidnappers, an act which resulted in 
the law of April 12, 1869. At that time, the country having 
hardly emerged from a distracting war, these criminals 
pursued their vocation with cynical audacity, and, through- 
out the republic, the prosecution of business was hindered, 

and the country was brought into disrepute abroad. The 
ordinary punishments prescribed by the law did not suffice, 
and sterner measures were necessary, hence the action of 
President Juarez. These vigorous measures were wholly 
successful, and, to-day, no country on the globe with a similar 
sparcity of population is freer from highway robbery. * * * 
_‘* The bill which the Minister has forwarded to Congress 
first provides that the usual guarantees of a regular form of 
trial, and exemption from trial by special tribunals, are sus- 
pended in the case of assailants of railroad trains. The bill 
then goes on to define who are assailants of railways. These 
are classified as follows: 1. Those who stop trains on public 
ways, either to rob the passengers or the freight, take away, 
destroy, alter, or burn the sleepers, rails, switches, embank- 
ments, bridges, ete. 2. Those who for such purposes inter- 
rupt communication, by destroying, burning, or otherwise 
rendering useless the posts, wires, and other apparatus 
employed in the telegraphic service of the railways. 3. 
Those who with the intention of committing a crime against 

versons or property separate, make useless or destroy the 
ocomotives, passenger or freight cars on any railway, or 
place obstacles on the tracks to prevent the passage of trains 
or to derail them. 4. Those who on the highways, whether 
of iron or not, assault sojourners or passengers with 
the intention of robbing, wounding, killing or causing 
other damage to person or property. Those persons caught in 
the act shall suffer capital punishment without any other for- 
mality save the drawing up of a record by the chief of the 
arresting force, in which will be set down the fact of the 
prisoners having been caught in the act and the identifica- 
tion of their persons. Those who shall not be taken in the 
act will be tried, summarily and verbally, by the authorities 
whose agents make the arrest, whether they be the 
political authorities of the districts or the military chiefs of 
the federation or of the states. The proceedings in such cases 
shall not extend over more than 15 don, during which time 
the accused shall present their proofs and defense. Within 
this specified term sentence of death shall be pronounced, if 
the crime is proven, and, if the offence shall have been against 
railways or their passengers; but, if the offence was com- 
mitted on —— by the ordirary highways of travel, 
death shall only be pronounced when the injuries inflicted 
caused death or wounds; but if neither of these have been 
caused, the criminal shall be sentenced to 10 years’ imprison- 
ment. The records of such proceedings shall be published in 
the official journal of the state or territory in which the crime 
was committed. The suspension of the constitutional guaran- 
tees shall be for one year.” 








TECHNICAL. 


Locomotive Building. 

The Brooks Locomotive Works in Dunkirk, N. Y., are build- 
ing 15 locomotives for the Union Pacific road. They have 
18 by 26 in. cylinders and driving wheels 63 in. in diameter. 

The Manchester Locomotive Works in Manchester, N. H., 
are completing several locomotives for the Boston & Lowell 
road, and are also doing some work for the Fitchburg road. 
. The Baldwin Locomotive Works in Philadelphia are to 
vuild 60 standard-gauge locomotives for the St. Louis, 
Arkansas & Texas (late Texas & St. Louis) road. 


The Car Shops. 
The Billmeyer & Small Co. at York, Pa., is building several 
Gori” cars for the new Covington & Macon road in 
7e0 a. 

The Youngstown Car Works in Youngstown, O., have a 
number of orders on hand, and the shops are running full 
time. The orders on hand amount to 750 cars. 

The Terre Haute Car Co. in Terre Haute, Ind., has com- 
menced to deliver an order for box cars to the Cincinnati 

ndianapolis, St. Louis & Chicago road. These cars are 34 
ft. long and are fitted with the. agner car door. 





The Pullman Car Shops at Pullman, IIl., have taken an 
order for 5 nger cars and 3 baggage cars for the Detroit, 
Lansing & Northern road. 

The Chicago & Northwestern shops in Chicago have 
recently turned out two very handsome and completely 

uipped business cars for the road. 

“are Gilbert Car Works in Troy, N. Y., have orders for a 

new passenger car for the Adirondack road; 10 passenger 

cars and an officers’ car for the Delaware & Hudson Canal 

a 16 cars for the Suburban Rapid Transit line in New 
ork. 

It is reported that new car works are to be started at 
Sharpsburg, Pa., by Boyd & Milligan, who are now located 
at Youngstown. 


Bridge Notes. 


The Htidson Bridge Works at Hudson, N. Y., have taken a 
contract for an iron highway bridge at Gilboa, N, Y., over 
the Minekill, It will be of 100 ft. span and 65 ft. above the 


water. 

The Wrotight Iron Bridge Co. at Canton, 0., has taken the 
contract for an iron highway bridge at Cortland, N. Y., over 
the Tioughnioga River: 

The King Iron Bridge Co., of Cleveland, O., has a number 
of large contracts on hand, both for railroad and highway 
bridges. One is a viaduct at Cleveland, over 4,100 ft. long, 
with heavy draw-span of 267 ft., operated by steam power 
and standing about 100 ft. above the river bed. This via- 
duct will pass about 30 ft. over the present New York, Chi- 
cago & St. Louis viaduct. The total cost of this bridge will 
be in the neighborhood of $1,000,000. 

The contract for the viaduct on Clark street, in Chicago, 
over the Rock [sland and the Lake Shore tracks, which will 
be a double-track bridge of about 343 ft. in length, has also 
been awarded this ar omy 

The Mt. Vernon Bridge Co. is about to build new shops at 
Mt. Vernon, O., and to extends its operations largely . 


Iron and Steel. 


The Woodward Iron Co. at Wheeling, Ala., has increased 
its capital stock to $1,000,000 for the purpose of extending 
its operations. The ccmpany now owns one blast furnace 
and extensive tracts of mineral lands, the railroads connect- 
ing the mines with the furnace, and is building a second fur- 


nace. 

The Mahoning Valley Iron Co. has started up its new 
rolling mill at Youngstown, O., and is running it double 
turn. 

The Antrim Furnace at Manceloma, Mich., has been rebuilt 
and will go into blast about the middle of May, making char- 
coal iron. The furnace was formerly known as the Otis and 
was recently bought by a new company. 

The bar mill of the Pennsylvania Steel Co. at Steelton, Pa., 
was destroyed by fire April 24. The building, which was of 
wood, was a total loss, but the machinery was not very badly 
damaged. The mill will be rebuilt and started up again as 
soon as ‘ible. 

Mr. Thomas Howard, representing a combination of the 
leading type foundries of St. Louis, Cincinnati and Louisville, 
has bought a tract of land in Chattanooga, Tenn., on which 
an extensive foundry will be built for the purpose of making 
cast-iron pipes and other castings. The foundry will have a 
capacity of 200 tons per day. 

rankstown Furnace in Blair County, Pa., has been leased 
by Mr. James Pierpoint, of Bellefonte, Pa., and has gone into 
blast. 

The Ohio Iron Co. at Zanesville, O., has closed a contract 
for the construction for a new open hearth steel plant. The 
furnace will be of 10 tons capacity. 


Manufacturing and Business 
Messrs. Poole Brothers, railroad printers and engravers, 
and manufacturers of railroad tickets, removed on May 1 to 
larger quarters at No. 308-316 Dearborn street, Chicago. 

The Cuyahoga Works in Cleveland, O., have recently shipped 
steam hammers to Troy, O., and Youngstown, and have some 
large orders for blast-furnace machinery. 

Blackmer & Post in St. Louis are very busy, and have to 
work hard to keep up with their orders for drain and culvert 
pipes. 

The Rail Market. 
Steel Rails.—The market is firm, although no large sales 
are reported, and quotations are $34.50@$35 per ton at 
Eastern mills, for summer and fall delivery. A slight re- 
duction might be made for large orders for winter delivery, 
but there are not many such orders on the market at 
present. 

Rail Fastenings.—Quotations are unchanged at 2.40 cents 

r lb. for spikes in Pittsburgh ; 2.75@3 cents for track- 

Its and 1.70.@1.80 for splice-bars. A fair demand is re- 
ported, and prices are firm. 

Old Rails.—The market for old iron rails is very dull, with 
few transactions reported. Quotations are $20@$21 per 
ton at tidewater, but buyers are hardly willing to pay these 

rices. Old steel rails are quoted at $19@$20 per ton in 
ittsburgh. 


Southern Society of Civil Engineers. 


At a regular meeting held in Jacksonville, Fla., April 19, 
Mr. Wm. Page Couper, Civil Engineer of the Florida South- 
ern road, was elected a member, 

Mr. M. L. Lynch (Chief Engineer of the Gulf, Colorado & 
Santa Fe) presented a section of a self-reading level, with a 
full description of the same. 

Mr. H. 8S. Duval, President of the Society, then read a 
ne onthe Hydraulics of the Okeechobee Region of Florida. 

his was followed by some discussion, and the Society then 
adjourned. 

Heating Cars by Steam. 

The Matthews-Northrup Official Railway Guide thus de- 
scribes a system of heating cars which has been used for some 
time on the Dunkirk, Allegheny Valley & Pittsburgh, and the 
Cleveland, Columbus, Cincinnati & Indianapolis railroads. 
It is specially designed to obviate all danger from the cars 
taking fire in case of a wreck. It is also claimed that there is 
no danger from scalding, as the pressure of steam never ex- 
ceeds 5 lbs., and as the pipes in the event of an accident would 
probably be broken first under the platform, the steam would 
escape outside the car and therefore do no harm. 

The supply of steam for heating the cars is taken from a 
dry pipe in the dome of the locomotive. On this pipe, about 
12 in. from where it enters the boiler, is placed a re- 
ducing valve, which reduces the steam from high to low pres- 
sure. This valve is automatic, and works without adjusting. 
From this valve the pipe is dropped below the foot-board and 
into it is screwed the metallic coupling that is used for mak- 
ing the connection between the cars. The pipe is then run 
under the tender, at the back end of which is attached an- 
other coupling, and the work of equipping the engine is com- 
plete. In the cars a pipe is run along the truss plank, under 
the seats, the steam is admitted on each side, passes along the 
entire length of the car, drains toward the centre and drops 
the water into a steam-trap, which discharges al] condensa- 
tion and retains the steam; attached to these steam pipes are 
steam gauges which indicate the pressure. 

To supply these pipes, a main pipe runs under the coach ; 


this is tapped at about the centre of the car, and connected 








with pipes in the cars, On this*connecting pipe is placed a 





valve, so that steam can be let in or out of the car at will. 
At each end of the car, in the main pipe, is placed the me- 
tallic coupling, so that wheu coupled together there is a con- 
tinuous line of pipe from the engine to the rear end of the 
train. Valves are placed in this main supply pipe so that 
they may be closéd and the steam retai in case the en- 
gine is detached. 

The metallic coupling between the cars can be separated 
quicker than the air-brake couplings, and may be joined to- 
gether in 10 seconds. 

Mr. Henry Phillips, an intelligent and practical machinist, 
who has run an engine on a passenger train where this system 
of heating cars has been in constant use for three years, said: 
“The amount of steam that is taken up by this device is 
scarcely perceptible on the boiler, and the required pressure 
of steam was maintained without any additional effort or 
apparent increase in the fuel used,” Conductors report that 
during the niost severe weather we had during the we win- 
ter, with the thermometer ranging from 5 to 20 degrees 
below zero, the cars were made so warm that they were 
obliged to open the deck-sash ventilators. This temperature 
was obtained when the steam gauge in the cars registered 
between 214 and 5 Ibs. of pressure—5 lbs, being the maxi- 
ium pressure required. 


Tests for Adulteration of Lubricating Oils. 


Mineral lubricating oils are often adulterated by the addi- 
tion of cheap oils. The following tests by Herr P. Falke, 
published in the Journal of the Society of Chemical Industry, 
may serve for ascertaining their purity : (1) Color. The oil 
must be perfectly clear and as light as possible. It should 
not be turbid, which may be caused by the presence of water 
or other substances. If the oil be turbid by water, it froths 
on heating, whereas a turbidity produced by solid matters, 
such as paraffine, disappears on warming and reappears on 
cooling. The characteristic feature of all mineral oils is their 
blue fluorescence. (2) Smell. The smell must be as little 
perceptible as possible, and should not increase on warming 
the oil. It mostly smells like petroleum. (3) Fehavior on 
shaking with water. f three parts of oil be shaken 


with one part of water in a test tube, warmed, and 
allowed to stand in a water bath for some time, no 
emulsion must appear between water and oil, but 


the latter should stand clear above the water, which should 
opalesce only very faintly, and be perfectly neutral. (4) 
Behavior to caustic soda. The oil should not attacked by 
a caustic lye of 1.40 sp. gr., neither in the cold nor on warm- 
ing. Saponification is a certain evidence of the presence of 
animal or vegetable fat. (5) Behavior to sulphuric acid. On 
mixing the oil with sulphuric acid of 1.60 sp. gr. it must not 
be colored brown, but yellow at the most: otherwise resins 
have not been caretally removed. (6) Behavior to nitric 
acid. On mixing oil with nitric acid of 1.45 sp. gr., a rise of 
temperature takes place, which should not exceed a 
certain limit. (7) Specific gravity. Although the spe- 
cific gravity of oils suitable for lubricating purposes 
varies from 0.875 to 0.950, only a very small latitude— 
0.003 at the most—is permitted in contracts. It is 
invariably taken at 15 deg. C. (8) Behavior on ex- 
posure to the air and heat. Spread inathin layer and ex- 
posed to the air for some time, its consistency must not 
change, nor should it become acid on being heated con- 
tinuously above 150 deg. Heated in open vessels it should 
not give off combustible vapors, except at a high tempera- 
ture, which is usually specified in contracts. Its flashing 
point should be ascertained in Abel’s apparatus. (9) Be- 
avior at a low temperature. It should bear a low tempera- 
ture without losing its lubricating power, nor should it be- 
come solid even at a very great cold, but it should rather as- 
sume the appearance of an ointment. (10) Test for con- 
sistency. his determination is most important. The 
velocity of efflux of pure rape-seed vil is taken as a standard, 
and that of the mineral oil compared with it; 100 cc. of the 
sample are allowed to flow out of a burette with tap, while 
the time which is required is noted down. 


A Remarkable Iron Roof. 


The new National Agricultural Hall at London is situated 
near the site of the proposed American Exhibition in 1887. 
The great iron met designed by Mr. Am Ende and Mr. 
Walmisley, which is now in process of erection, will be one of 
the most remarkable constructions of the kind. The whole 
width of the hall is 250 ft., of which 40 ft. on each side are 
occupied by the aisles with low roofs, and the semi-circular 
roof over the centre space has a span of 170 ft. The princi- 
pals are semi-circular lattice ribs of 7 ft. depth, springing 
from cast-iron columns, which are treated on a new method, 
the connection with the principal at the head, and with the 
base plate, being made by a ball and socket bearing, so that 
the column will have free play in regard to any expansion 
and contraction of the aod 5 The abutment for the princi- 
pals, which are in reality iron arches rather than 
irders, is formed by the framing of the iron trussing 
orming the constructive portion of the side _ aisles, 
which is again based on a subterranean truss bolted to the 
base-plate of the column, and carried down into a deep 
trench across the width of the side aisle, which will be filled 
up with concrete in a solid mass surrounding the iron truss or 
subterranean cantilever, as it may be termed. The roof is 
entirely independent of the brick walls, which are mere in- 
closures. The first of the arched principals is nearly com- 
plete now. An immense traveling-stage, comprising 1,000 
cubic feet of timber, has been erected, wide enough to take 
two principals (84 ft. apart), and high enough to admit 
of the manipulation of the upper sections of the principals 
by a traveling-crane on the top of the staging. Consider- 
ing the great span, the roof is wonderfully light in appear- 
ance; the strain on every member has been carefully calcu- 
lated so as to avoid any unnecessary ‘‘ margin,” and the re- 
sult isa roof which will be exceedingly strong and stable 
wou any appearance of massiveness.—Mechanical 
World. 


The Pintsch System of Lighting Cars. 


The Pintsch Lighting Co. is equipping the two new boats of 
the Hoboken Lend & Improvement Co. with its compressed 
gas appliances, and is also laying °7,000 ft. of high pressure 
ipe and equipping the Fourteenth street, Hoboken, Ferry- 
ene with the necessary gas plant for the same company. 
It is also building a new compressor for the gas-works of the 
New York, Providence & Boston Railroad at Stonington. 


Emery Wheels for Peru. 
The Tanite Co. in Stroudsburg, Pa., is continually receiv - 
ing unexpected orders from out of the way places for emery 
wheels to be applied to some new purpose. The latest order 
of this kind is from Peru, South America, for two dozen 
wheels, to be used in the mint for smoothing the blanks from 
which silver dollars are coined. 


A Cable Railroad for Carrying Ore. 
A dispatch from Marquette, Mich., in the Chicago Tribune 
.says: *‘Chicago and New York capitalists have interested 
themselves in a scheme for a new railroad between Marguett» 
and Ishpeming with a view of obtaining a good slice of the 
ore trafhie. 5 V. Farwell is the master spirit of the enter- 
prise and Richard P. Travers, also of Chicago, originated it. 
A survey has been made and a good line chosen. Starting at 





the Grace Furnace docks and water front, the line winds 
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around the northern side of the city, and then bending to the 
south runs nearly parallel with the Marquette, Houghton & 
Ontonagon for a good share of the way. The water privi- 
leges owned by the men interested in the new road are very 
valuable, and are so situated that they can be approached 
from a bluff, thus allowing cars to be run out on the ore 
docks by their own weight. The plan is to make a cable road 
with two stationary engine plants to supply the motive 
power. By the grip railway cable system ore can be 
moved much cheaper than it can be by the Marquette, Hough- 
ton & Ontonagon, which road has very heavy grades, and is 
obliged to employ the heaviest and most expensive engines to 
move comparatively light trains. Mr. Farwell, of Chicago, 
said last week the road would be built immediately, and 
there was $3,000,000 capital interested.” 








General Railroad Blews. 


MEETINGS AND ANNOUNCEMENTS. 











Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Atlantic & Pacific, annual meeting, ai tue office in Boston, 
May 20. 

Burlin ton, Cedar Rapids & Northern, annual meeting, 
in Cedar Rapids, Ia., May 25. 

Canadian Pacific, annual meeting, at the office in Mon- 
treal, May 12. 

Chicago, Burlington & Quincy, annual meeting, at the 
office in Chicago, May 19. 

Chicago, Milwaukee & St. Puul, annual meeting, at the 
office in Milwaukee, Wis., June 5, at noon. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 3. Transfer books close May 5. 

Chicago, St. Paul, Minneapolis & Omaha, annual meet- 
ing, in Hudson, Wis., June 5. 

Delaware & Hudson Canal Co., annual meeting, at the 
office in New York, May 11, at neon. 

Gulf, Colorado d& Santa ie, special meeting, in Galveston, 
Tex., June 14. 

Milwaukee, Lake Shore d& Western, annual meeting, in 
Milwaukee, Wis., June 9. 

New York & Harlem, annual meeting, at the Grand Cen- 
tral Depot in New York, May 18. at noon. 

St. Louis, A'ton & Terre Haute, annual meeting, at the 
office in St. Louis, June 7. Transfer books close May 8. 

St. Louis & San Francisco, annual meeting, at the office 
in St. Louis, May 12. 

Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Boston, Concord & Montreal (leased to Boston & Lowell), 
24 per cent., semi-annual, on the preferred stock, payable 
May 10. 

Chicago & Alton, 2 per cent., 
to stockholders of record on Mav 

Nashua d& Lowell (leased to Boston & Lowell), 3!¢ per 
cent., semi-annual, payable May 1. 

New York, Providence & Boston, 2 per cent., 
payable May 10, to stockholders of record on May 

Pennsylvania Railroad Co., 2! per cent., semi-annual, 

yable May 28, to stockholders of record on April 30. The 

ay dividend last year was 3 and the November dividend 2 
per cent. 


qos, vayable June 1, 
. 
o. 


eres. 


Railroad and Technical Conventions. 
Meeting and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The American Society of Mechanical Engineers will hold 
its next meeting in Chicago, on Tuesday, May 25. 

The Master Car-Builders’ Association will hold its annual 
convention at Niagara Falls, beginning on Tuesday, June 8. 

The Master Mechanics’ Association will hold its annual 
convention in Boston, beginning on Tuesday, June 15. 

The Master Car-Builders’ Club will hold its regular 
monthly meetings at the rooms, No. 113 Liberty street, New 
York, on the evening of the third Thursday in each month 

The New England Railroad Club will hold its monthly 
meetings at its rooms in the Boston & Albany passenger 
station in Boston, on the evening of the second Wednesday 
in each month. 

The Western Railway Club will hold its regular monthly 
meetings at its rooms, No. 103 Adams street in Chicago, 
on the third Wednesday in each month. 


Foreclosure Sales. 
The Cincinnati, Columbus & Hocking Valle 
sold under foreclosure in Cincinnati, May 1, and bought for 
$23,900, by Jacob B. Custer, of Chicago. The road extends 
from Claysville Junction, O., to Jeffersonville, 28 miles, and 
has been in the hands of a receiver for over two years. The 
road has been irregularly operated, and its business has been 
very small. Its funded debt consisted of $560,000 first-mort- 
gage bonds and $560,000 income bonds. It was originally 
roj to ren from Cincinnati to Columbus. 

The Cleveland & Marietta road was sold under foreclosure 
in Columbus, O., May 5, in pursuance of the decree of the 
United States Circuit Court, and was bought for $400,000 
by Hugh L. Cole, of New York, representing the bondhold- 
ers’ committee. 


New England Railroad Club. 


The regular monthly meeting of the Club w.ll be held at 
its rooms, Boston & Albany passenger station, Boston, on 
Wednesday, May 12, at 7:30 p. m. 

Subject for Discussion.—BRAKES : The material and con- 
struction of the shoe, methods of application, forms aud pro- 
portions of levers, etc.; amount of pressure allowable per 
es inch of brake surface and per ton of weight on wheel; 

visability of braking on both sides of the wheels; effect of 
driver brakes on wheels; effect of power brakes on cars and 
wheels; desirability of continuous brakes, et *. 

As the necessity for the employment of power brakes for 
freight trains is becoming more and more apparent, and is 
recognized by p ive railroad men, the subject seems 
particularly worthy of consideration at this time. 

The Committee on Transportation to the annual conven- 
tion of the M. C. B. Association at Niagara Falls, June 8, 
1886, will be prepared to give all needed information at this 
time. All interested are invited to attend and participate in 
the discussion. 
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ELECTIONS AND APPOINTMENTS. 





Anapolis, Washington & Baltimore.—The directors of this 
company (successor to the Annapolis & Elkridge) are: J. 
Wirt Randall, Appegeiio, Md.; George S. Brown, Jobn A. 
Hambleton, W. W. Spence, Baltimore. 


Buffalo & Williamsville.—The directors of this new com- 
ny have ciected officers as follows : President, Jonathan 8S. 
uell; Vice-Presiient, F. D. Stow; Treasurer, R. Hef- 

ford: Secretary, B. J. Tillman. ' Office in Buffalo, New 
or’ 





Canadian Pacific.—Mr. J. Francis Lee has been appointed 
Commercial Agent of this company, and will have charge of 
the freight and passenger business, with office at 205 La 
Salle street, Chicago, for that territory in the United States 
wes; of and including the states of Ohio, Kentucky, Tennes- 
see, Georgia and Florida. 


Chicago & Atlantic.—Mr. James H. Benedict has been 
chosen President in place of Hugh J. Jewett, resigned. Mr. 
Thomas B. Musgrave has been chosen Vice-President. 


Chicago, Kansas & Nebraska.—Mr. C. F. Jilson has been 
chosen Secretary and Treasurer. He was recently Auditor 
of the Chicago, Rock Island & Pacific. 


Chicago, Rock Island & Pacific.—Mr. F. W. Porter has 
been appointed Auditor, in place of Mr. C. F. Jilson, who 
has gone to the Chicago, Kansas & Nebraska road. 


Cincinnati, Sandusky & Cleveland.—Mr, Isaac Fenno and 
Mr. Jacob W. Pierce, both of Boston, have been chosen 
directors to fill vacancies. 


Darien Short Line.—Mr. R. K. Walker, of Darien, Ga., 
has been chosen President of this company. 


Decatur & Ohio River.—Tne directors of this new com- 
many are: C. W. Fairbanks, Otto Gresham, Samuel T. 
Scott, J. H. Deane, Indianapolis; G. C. Wattles, New York. 


Evansville & Terre Haute.—Mr. D. J. Mackey, Presidext, 
has sent out the: following notice: ‘‘ George L. Bradbury. 
General Manager, and H. C. Parker, Traffic Manager, 
Peoria, Decatur & Evansville Railway. having resigned, tak- 
ing effect May 1, W. D. Ewing is appointed General Man- 
ager and G. J. Grammer Traffic Manager of the Evansviile 
& Terre Haute Railroad, with authority over all lines op- 
erated by this company, with headquerters at Evansville, 
Ind. Taking effect May 1 proximo, the Evansville & Terre 
Jaute Railroad Co. will operate the Peoria, Decatar & 
Evansville Railway. Geceral offices at Peoria, Ill. 


Fall Brook Coal Cvu.—At a meeting of the board of man- 
agers of this company held April 29, George R. Brown was 
elected Genera] Superintendent of the railroad lines ope- 
rated by this company, to succeed Alonzo H. Gorton, de- 
ceased. 


Fort Smith, Eldorvudo & Northw stern.—The directors 
are: Warren B. Cook. Julius M. Turner, Columbus, Ind. ; 
Russell H. Rugg, Appleton, Wis.; Frank Brown, Eldorado, 
an ; Johu W. Diits, Leon, Kan.; John Gamble, Elk Falis, 

ansas, 


Fort Worth & New O.leans.—Mr. W. S. Havwood is 
Chief Engineer of this road, with office at Fort Woirh, Tex. 


Grand Rapids & Indiana.—The following order from 
President W. O. Hughart is dated Grand Rapids, Mich., 
April 23: ‘Mr. J. P. Hughart is hereby appointed 
Assistant to the President, the appointment to cane effect 
April 1. He will perform such acts, and have such duties, 
as the President, Executive Coommittee, and board of direc- 
tors may from time to time direct.” 

Mr. J. C. Holt is appointed Paymaster to succeed Mr. J. 
H. P. Hughart, promoted, to date from April 1. 


Illinois Central.—The following officers have been_re- 
elected : James C. Clarke, President; Stuyvesant Fish, Vice- 
President and Treasurer, atid William J. Mauriac, Secretary. 


Lake Shore & Michigan Southern.—At the annual meet- 
ing in Cleveland, May 5, the old board was re-elected, Mr. 
John Dekoven, of Chicago, being chosen in place of the late 
Wm. H. Vanderbilt. 


Louisville & Nashville—Mr. J. G. Metcalfe, recently 
Superintendent of the Cincinnati Division. has been ap- 
pointed Superintendent of the St. Louis and the Henderson 
divisions, with office at Evansville, Ind. Mr. M. Fonda is 
appointed Assistant Superintendent of the St. Louis Division 
and Mr. G. Loomis Assistant Superintendent of the Henderson 
Division. ; 


—o Central_—Mr. Arthur Patriarche has been ap- 
pointed Division Freight Agent at Bay City, Mich., in place 
of O. Waters, resigned. 


Minneapolis, Sault Ste. Marie & Atlantic.—H. W. Ham- 
ilton, late Superintendent of Telegraph, has been appointed 
General Superintendent of this road. 


Missouri Pacific.—Mr.G. W. Dalby has been appointed 
Superintendent of the Western Division, with office in 
Kansas City. He has been for some time Trainmaster of this 
division. 

Mobile & Ohio.—The office of Assistant General Freight 


Agent Sumner Hopkins has been transferred from Cairo, Ill, 
to St. Louis. 


Newton & Northwestern.—The office of this new company 
is at Newton, Kan. The following are the directors : John 
C. Johnson, W. D. Tourtellot, E. L. Parris, H. W. Bunker 
and George E. Clark. 


New York, Lake Erie & Western.—Mr. C. W. Buckholtz 
has been appointed Chief Engineer. He was formerly with 
the Philadelphia & Reading road. 


Northern Pacific.—The following order from Assistant 
General Manager J. T. Odell is dated St. Paul, Minn., 
April 20: 

‘* The following changes and ——— in the Opera- 
ting Department, will take effect May 1: M. C. Kimberly, 
Superintendent St. Paul Division and Little Fails & Dakota 
Railroad; office, Minneapolis freight depot. S. R. Aunslie, 
Superintendent East and West Minnesota and Wisconsin 
divisions, and Northern Pacific, Fergus & Black Hills Rail- 
road; office, Brainerd, Minn. F. W. D. Holbrook, Superin- 
tendent Yellowstone Division; office, Glendive, Mon. F. L. 
Richmond, Superintendent Montaua Division and branches; 
office, Livingston, Mon. F. W. Wilsey, Lease Agent, East- 
ern Divisiors; office, St. Paul, Minnesota.” 


North Yakima & Columtna River.—The office of this new 
company isat North Yakima, Wash. Ter. The incorporators 
are T. J. V. Clark, W. S. Mann, J. T. Kingsbury, W. D. 
Inverarity, A. B. Weed, L. S. Howlett and John W. Shull. 


Paris & Great Northern.—At a recent meeting the follow- 
ing directors were chosen: V. W. Hall, J. F. Hinckley, John 
Martin, C. D. Pardon, S. J. Wright, Paris, Tex. ; John 
O’Day, Springfield, Mo. ; Alexander Douglas, James Dunn, C. 
W. Rogers, St. Louis. Thé four last named are connected 
with the St. Louis & San Francisco Co. The board elected 
John O’Day President; S. J. Wright, Vice-President; Alex- 
ander Douglas, Secretary; John Leclare, Assistant Secre- 
tary; John Martir, Treasurer. 


Rome & Carroliton.—At the annual meeting in Rome, 
Ga., May 3, the following directors were elected: T. F. 
Howell, J. W. Rounsaville, E. T. McGhee, D. B. Hamilton, 
W. T. McWilliams, Jno. H. Reynolds, R. T. Fouche, Samuel 
M. Carter, D. Bukofzer, S. L. Pryor, J. Bierhoff, B. Neu- 
molgen, J. D. Williamson. The board elected J. D. Will- 
jamson President; R.T. Fouche, Secretary ; Jno, H. Rey- 
nolds, Treasurer, 





Rome, Watertown & Sea following order 
from General Manager H. M. Britton is dated April 26: 
“On and after May 1, 1886, the Rome, Watertown & 
Ogdensburg railroad will be divided into three divisions, as 
follows: The Western Division will comprise that portion of 
the road between Suspension Bridge, Syracuse and Richland, 
W. H. Chauncey Assistant Superintendent, with office at 
Oswego. The Middle Division, between Rome, Watertown, 
Sackets Harbor and Cape Vincent, J. D. Remington, Assist- 
ant Superintendent, with office at Watertown. The Eastern 
Division, Setween Watertown, Massena Springs, Ogdensburg, 
Clayton and Utica, E. A. Van Horne, General Superintend- 
ent, with office at Utica. W.S. Jones, Assistant Superin- 
tendent between Watertown, Massena Springs, DeKalb 


Junction and Ogdensburg, including the eee 
terminal, office at DeKalb Junction. H. y. Ham- 
mond, Assistant Superintendent between Watertown, 


Utica, Clayton and Ogde»sburg, office at Carthage. W. W. 
Currier 1s appointed Superintendent of Transportation, office 
at Oswego, N. Y. He will have charge of the ordering and 
distributing of all cars. All reports of this department 
should be sent to him. George H. Haselton is appointed Su- 
perintendent of Motive Power and Machinery, office at Os- 
wego, N. Y. H. A. Smith is appointed General Roadmas- 
ter, in charge of road buildin s and bridges, office at Os- 
wego. T. M. Petty is appointed General Baggage Agent, 
office at Oswego. F.H. Moore is appointed Superintendent 
of Telegraph, office at Oswego. 

** Passenger conductors will forward their reports and 
tickets collected to the Auditor at Oswego. Agents will for- 
ward all ticket and freight reports, together with duplicate 
way bills, to the Auditor.” 

Most of these officers have been heretofore with the road. 
Mr. Van Horne was General Superintendent of the Utica & 
Black River road. 


Southern Pacific Co. (Pacific System).—Mr. T. J. Urquhart 
is appointed Division Trainmaster of the Sacramento and 
Oregon divisions, the California Pacific and the Northern 
roads, with headquarters at Sacramento, Cal. Appointment 
took effect May 1. 


Wallkill Valley.—Mr. J. D. Layng, General Manager of 
the West Shore road, has been appointed General Manager 
of this road, which bas heretofore been in charge of the 
officers of the New York, Ontari: & Western. Mr. Layng’s 
first order, dated New York, May 1, is as follows: ‘* The fol- 
lowing appointments are made, to take effect May 1: J. W. 
Musson, Traffic Manager; Henry Monett, General Passenger 
Agent; F. L. Pomeroy, General Freight Agent. Address, 
General Offices, New York. Geo. W. Clymans, General 
Baggage Agent, Weehawken, N. J.; James J. Farrell, 
Auditor, “ffice in West Shore passenger station, Syracuse, 


‘**Onand after the above date, agents, conductors and 
others will send all reports relating to the accounts of the 
company to James J. Farrell, Auditor. The Car Record 
office will be in charge of George H. Graves, Superintendent, 
Kingston, N. Y., to whom conductors’ reports of cars hauled 
should be sent. The reports and remittances referred to 
above are thuse for business originating on and after May 1. 
All accounts, ticket balances, car service, etc., covering 
business to April 30, inclusive, should be settled with the 
officers previously in charge. 

‘* Remittances by agents and conductors of all collections 
on account of the company should be sent daily by U. 8. 
Express to J. P. Ord, Treasurer, at the National Ulster 
County Bank, Kingston, N. Y.; and duplicate statements of 
such remittances should be sent to the Auditor. All remit- 
tances from others than agents and conductors should be 
made to J. P. Ord, Treasurer. general offices of the company, 
New York. Reports and correspondence should be sent, ‘ R. 
R. Service,’ via Kingston and the West Shore Railroad.” 


PERSONAL. 


—It is reported that Mr. George L. Bradbury, recently 
General Manager of the Peoria, Decatur & Evansville road, 
has been offered a position on the Lake Erie & Western. 


—Mr. Frederick W. Morse, General Passenger and Freight 
Agent of the Montpelier & Wells River road in Vermont, 
has been offered a position on the Florida Southern road. 


—Mr. Hugh J. Jewett has resigned his position as President 
of the Chicago & Atlantic Co., on account of the pressure of 
private business and of his intended removal from New York. 


—A Washington dispatch reports that Mr. Simon Sterue, 
of New York, who recently sailed for Europe, has been 
specially commissioned by the President to make a report on 
the state of legislation in regard to railroads in the countries 
of western Europe. 











—Mr. F. D. Childs, for many years Superintendent of the 
Hinckley Locomotive Works in Boston, has accepted a_simi- 
lar position in the Canadian Locomotive Engine Co.’s Works, 
Kingston, Canada. Mr. Childs is well known, having a 
wide acquaintance among railread men and a high reputa- 
tion as a designer and constructer of locomotives. 


—Mr. J. F. Anderson, of tbe firm of Anderson & Barr, 
who, in conjunction with the Union Bridge Co. have con- 
tracted to build the foundations of the Hawkesbury bridge in 
New South Wales, sails for Australia on May 25. It is esti- 
mated that it will require about six months to prepare for 
the work and about one year longer to complete the founda- 
tions. 








TRAFFIC AND EARNINGS. 


Coal. 


Coal tonnages for the week ending April 24 are reported as 
follows : 








1886. 885. Inc. or Dec. P.c¢. 
Anthracit3 ... ...... ... 509,558 575,397 D. 65,839 11.4 
Eastern bituminous..... 141,550 203,396 D. 61,846 50.4 
RN oS ing comedy at seat 71,040 50.425 I. 20,615 409 


The market for anthracite is reported fairly active, with 
prices firm, although not up to the companies’ lists. Tide- 
water stocks are decreasing, and there will be no accumula- 
tion during the month. 

The miners’ strike continues to limit bituminous production, 
with no present prospect of a settlement. 

Cumberland coal shipments for the four months to May 1 
are reported by the Cumberland Civilian as follows : 





1886. 1885. Decrease. 
Baltimore & Ohio R. R........ 316,055 658,974 342,919 
Bedford Div., Penna. R. R.... 57,122 101,689 44,587 
Chesapeake & Ohio Canal..... 880 47,035 46,155 
BI och ies ANS weal od "374,057 807,698 433.641 53.7 


Local deliveries are included in Baltimore & Ohio tun- 
nage. The large decrease this year is due to the miners 
strike. , 

Actual tonnage passing over the Huntingdon & Broad Top 
Mountain road for the four months to May 1 was : 


1836. 1885.  Inc.orDec. Pc: 

Broad Top Coal..........121,587 58,665 I 62,922 107.2 
Cumberland Woal,..... .. 65930 110,856 D. 44,926 40. 
Lins Sivebanb dias 187,517 169,521 I, 17,006 108 





— 





May %, 1886] 


THE RAILROAD GAZETTE. 





821 











The Broad Top coal is mined on the line; the Cumberland 
is carried through from Mt. Dalias to Huntingdon for the 
Pennsylvania Railroad. 

For the four months ending April 30 the Tennessee Coal, 


Iron & Railroad Co. sold and ship 
tons of coal and 42,618 tons of coke. 

The coal tonnage of the Pennsylvania Railroad Division of 
the Pennsylvania Railroad for the four months to May 1 
was: 


from its mines 43,627 


1886. 1885. Increase. P.c. 

CO ciitinddpk &:-iaboned 3.726,601 3,471,403 255.198 7.4 
CRIB SS6 Seth sees asne Hex 948,599 834,740 113,859 13.6 
a ee ee 4.675.200 4,306,143 369,057 8.6 


This includes all coal and coke passing over the road, 
whether mined on the line or received from connecting roads. 
Railroad Earnings. 

Earnings of railroad lines for various periods are reported as 
follows: 

Four months to April 30 : 

L886. 1885 Inc. or Dec. P.c 

8.2 


Chi. & East. Tll.. $540,189 $499.077 I. $41,112 
Chi, Mil. & Si. P. 6,809,000 6,871,226 D. 62 226 09 
c.. 1., st. L. & C. 824,969 778,173 45.896 5.9 
Mil.. L. S. & W.. 497,073 352012 I. 145.061 412 
Mil & Northern . 195.146 179,008 I. 16,138 9.0 
Mobile & Ohio.... 587,308 685,559 D. 98.251 14.3 
Norfolk & West.. 963,259 844,420 I. 121.819 142 
Northern Pacific.. 2.920,608 2,692,823 I 227,785 8.5 
St. L. & San F.. 1,302,843 1,361,416 D. 58,573 43 
Three months to March 31: 
Atch., T. & S. F. $3.228.962 $3.526.580 D. $297,618 82 
Net earnings... 1,324,083 1,485,907 D. 161,824 10.9 
Balt. & Potomac.. 301,404 315,152 D. 13.748 4.4 
Buf.. N. Y. & Ph. 546,078 495,910 1. 53.168 108 
Net earnings.... ‘ 81,173 L. 8.618 10.6 
Dan. & Norwalk 45,608 44.092 I. 1.516 3.4 
E. Ten, Va. & G. 1,009,441 1,064,180 D. 54,739 «51 
Net earnings... 308.704 296,877 I. 11,827 5.0 
Ft. Worth & D.. 74,215 79,514 D. 5.299 66 
Georgia Pacific... 188 7 67,022 I. 21,777 13.0 
Mem. & Charle-. 336.569 351,765 D. 15.196 43 
Net earnings.. 83.289 6.573 1. CTI © ans 
Mobile & Ohio... 459,062 557,131 D. 98,069 178 
Net earnings 101,198 148,048 D. 46.850 31.7 
N. ¥.,L.E. & W. 3,966,537 3,459,463 I. 507,074 147 
Net earnings... 1,190,324 864.488 I. 328836 380 
N. Y. & New E... 860,020 720,451 I. 139,569 19.4 
Net earnings. . 298 647 221,922 I. 76.725 34.6 
N. Y.,P. & Ohio. 1.337,902 1,170.774 I. 167.128 14.3 
Net earnings... 392.054 280.761 I. 111,293 39.7 
Onio & Miss ..... 854,568 909.770 D. 55,402 6.1 
Net earnings... 203,840 182,083 I. 21,757 liv 
Phila, & Reading. 6,300,942 5,560,513 I. 740,429 13.3 
Net earnings.... 2,333,561 1,870,950 I. .462,611 247 
Rome, Wat. & Og. 395,088 330,692 I. 64,396 19.5 
Net earnings... 113,896 65,428 I. 48,468 74.0 
Union Pacific ..... 5,017,378 5,214,416 D. 197,038 3.8 
Net earnings... 1,232,140 1,588,223 D. 356,083 22.4 
West Jersey...... 223,566 209.468 I. 14.098. 6.7 
Net earnings... 72,538 62,085 L. 10,453 16.9 
Month of March ;: sl 
Atch.,T. & S. F.. $1,309,352 $1,346,135 D. $36,783 27 
Net earnings.... 576,698 629.476 D. 52.778 8.4 
Balt & Potomac. 10€,507 122,839 D. 16.332 13.3 
Buff,.N Y & P.. 204,743 188, L 15.774 8.4 
Net earnings... 39.281 44,582 D. 5,30L 115 
Dan. & Norwalk.. 16,966 16,443 IL. 523 3.3 
E. Ten., Va. & G.. 344,023 324,401 I, 19,622 6.1 
Net earnings... 84.486 84.715 D. 229 0.3 
Ft. Worth & D.. 23.799 32.276 D. 8,477 26.5 
Net earnings... 6.926 14,339 D. 7.413 51.8 
Georgia Pacific. .. 64,195 57,024 L 717i «12.6 
Gr. B.,W. & St P. 35,405 25.352 4. 10,053 39.7 
Net earnings... 13,624 2,201 I. 11,423 5192 
Mem. & Charles.. 115,171 109,252 I. 5,919 5.4 
Net earnings.... 31,752 11,572 I. 20,180 174.0 
Minnesota & N.W. 2 «| Cf dha. lee rom 
Mobile & Ohio... 144.637 190,956 D. 46,269 24.2 
Net earnings... 28,460 56,334 D. 7,874 49.8 
N.Y.,L.E. & W. 1,464,950 1,269,249 I. 195.701 15.4 
Net earnings... 504 820 387,153 I. 117,667 304 
N.Y.&New E. . 320,831 263,934 I. 56.897 21.5 
Net earnings.... 119,723 98635 L. 21.088 21.3 
N. Y., Pa & Ohio 482,751 440,107 I. 42,614 9.7 
Net earnings... 1€9,015 117,818 L. 51,197 434 
Ohio & Miss...... 305,759 341,591 D. 35.832 105 
Net earnings.... 87,3459 86. [. 913 1.1 
Phila. & Reading. 2.296.118 1.919,502 I. 376.616 19.6 
Net earnings... 851,985 627.263 1. 224,722 35.8 
Rome, W. & Og.. 152,827 123,287 I. 29,540 240 
_ Net earnings... 51.043 26,841 I. 24,202 903 
Union Pacific... .. 1.954,208 1.975.517 D. 309 861.1 
Nes earningsy.. 627,587 720,949 D, 93,362 12.9 
West Jersey...... 91.046 82,404 I. 642 10.5 
Net earnings... 38,307 36,134 I. 2,173 6.0 
Month of April: 
Chi. & East. Ml.. $135,741 116,065 I $19.676 17.0 
Chi., Mil. & St. P. 1,764,000 1,917.263 D. 163,263 8.6 
C..1. St. L. N-C.. 192,538 180,999 I. 11,5 6.4 
Mil.,L. 8. & W.. 157,485 104.853 1. 52,632 50.1 
Mil. & Northern. 52,880 47,074 IL. 5,806 12.4 
Mobile & Obio ... 128,216 128,428 D. 182 0.1 
Norfolk & West.. 248,257 198,468 I. 49,789 25.1 
Northern Pacific... 987,922 877.665 1. 110,257 12.5 
St.L & San F... 331,864 357.L06 D. 25,242 «71 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Cotton. 


Cotton movement for the eight months of the crop year from 
Sept. 1 to April 30 is reported by the Commercial and Finan- 
cial Chronicle as below, in es: 


Interior markets : 1885-86, 1884-85. I[ne.orDec. P.c. 
Receipts.... .. . 3,207,341 563,430 I, 643,911 25.1 
Shipments....... ... 2,981,078 2,492,317 I. 488.761 19.6 
Stock, April 39.. .. 242,113 88,328 I. 153,785 174.1 

Seaports é 
Receipts... .. ....... 5,038,198 4.668.922 I. 370,276 79 
REPO S005) ©: cv abe 3,572,855 3,551,621 I. 21,234 0.6 


Stock, April 30... "7127398 556,709 I. 155,689 28.9 
It must be remembered that a considerable. part of the 
shipments from interior markets reappears in the receipts at 


oo 

The Chronicle says: ‘‘ {n the table below we give the re- 
ceipts from plantations, and add to them the net overland 
movement to April 1, and also the takings by Southern spin- 


hers to the same date, so as to give substantially the amount 
of cotton now in sight: 


: 1885-86. 1884-85. 1883-84. 1882-83. 
Receipts at the ports to 
pri Terr US p22 3, 5 7 
leeertbe pect’ asda 198 4,668,922 4,713,319 5,660,670 
30 in excess of Scpt. 
1 71,113 


33,653 147,898 





Total receipts from 
* plantations.... ... 5,265,461 4,740,035 4,746972 5,808,568 
Net overland to Aprill. 682,645 556,182 ‘526,328 572.324 
Southern consumption : , 

to Aprill ....... 2... 253,000 236.000 240,000 

Totai in sight April 

30 6. 6... 2 2.....6,201,106 5,513,117 5,509,300 6,620,892 
Northern spinners’ tak- 3 
ings to April 30...... 1,541,487 1,210,382 1,373,429 1,534,218 


“* It will be seen by the above that the increase in amount 


217,000 








in sight April 30, as compared with last year, is 687,989 
bales, the increase, as compared with 1883-84, is 691,806 
bales, and the decrease from 1882-83 is 419,786 bales.” 


Indianapolis Car Movement. 


The number of cars received and forwarded at Indianapolis 
has been : . 
—Week ending-——_— 








Aprill0,. April 17. April24. May 1. 

1886—Total .. .... .. 14,599 17.081 17,592 19,166 
Loaded......... 10.669 12970 13834 14,503 
1885—Total........... 19.891 18,270 16,758 16,406 
Loaded... 15.2233 «18572 )—s«aKSBB«dB162 


There was only a slight increase last week in the east-bound 
movement, but the west-bound movement showed a large 
gain. 

California Lumber Production. 


The Redwood Manufacturers’ Association makes the following 
statement of the total sales in California of redwood lumber 
at the mills for the year 1885: 


F et. 
DSR TIOUOD COM oi... sccescsccsccs cocasccces ¢ vecces 4,050,000 
Eo: ancdandGanassarn Weekeeene~ Shines 82.300,' 00 
SORNED: bvcwel cecsusantel Ghd skew Boetlnnsb bee 74,050,090)! 
Sonoma + >, ademeaoete) os" 4 eebeehbennases qsadbed 4,400,000 
DL «| apenttokaness. 400 a 
NE ak, ede eee on og eeepicnsdiouh sees, s8 204,800,000 


Shipments of California redwood to foreign countries were: 
Mexico, Central and South America, 950,000 ; Pacific 
Islands, 2,650,000; Australia, 5,950,000; Europe, 650,000; 
total, 10,200,000 ft. 

In addition to the above there were 17,800,000 ft. of pine 
cut and sold at the redwood mills, making the total output of 
lumber from these mills 232,800,000 ft. The stock of red- 
wood lumber on hand Jan. 1 was 41,350,000 ft., an increase 
of 7,310,C00 ft. over the previous year. 


Southern Illinois Fruit Traffic and Rates. 


The Illinois Central Co. announces the details attending the 
running of its fruit trains, which will start from Cairo and 
run to Chicago and Dubuque when the bulk of shipments 
warrants, and will stop only where fruit is to be received or 
delivered. All freight for the fruit train must b2 delivered 
at the station at least ten minutes before the schedule time of 
the train, so that it may be weighed, way-billed and handled 
properly. Tiffany refrigerator cars, with air brakes, will be 
furnished for shipments of fruit in car-load lots when des- 
tined to points off this line, provided a reasonable notice is 
given so that cars can be obtained. 

The rates on fruits and vegetables will be as follows : 
From stations between Cairo and Anna, inclusive, to Chica- 

o, 80 cents per 100 pounds; Cobden and St. John, 75 cents; 
Tamaroa and Central City, 70 cents; Odin and Mattoon, 65 
cents. The car-load rates will be: From stations between 
Cairo and Anna, inclusive, to Chicago, $100; Cobden and 
St. Johns, $90; Tamaroa and Central City, $85; Odin and 
Mattoon, $65. Onions, potatoes (sweet or common), apples, and 
tomatoes, either mixed or alone, will be taken in car-loads of 
16,000 pounds or less, by fruit trains, from all stations south 
of Centralia to Chicago at $80 per car; they must be shipped 
by one consigner to one consignee. 


Southwestern Railway Association. 


A meeting ‘of the Southwestern Railway Association was 
held in St. Louis, April 28, for the purpose of adjusting live 
stock rates from southern Kansas points. Nothing was ac- 
complished, however, the Missouri Pacific and the Atchison, 
Topeka & Santa Fe being unable to agree, and an adjourn- 
ment was had until May 6. 


Northwestern Freight Rates. 


A meeting of general managers of the lines running from 
Chicago to northwestern points was held in Chicago, April 
30, the lines repesented being the Northwestern, theSt. Paul, 
the Burlington, the Rock Island, the Minneapolis & St. Louis, 
the Omaha, the Lllinois Central, the Wisconsin Central, and 
the St. Paul & Duluth. Mr. Marvin Hughitt, of the North- 
western road, was called to the chair, and Mr. Tucker, of 
the Illinois Central, was chosen Secretary. The meeting 
discussed generally the question of maintaining rates to 
St. Paul, Minneapolis and other northwestern points, and also 
discussed the question of forming a new pool. No definite 
conclusion was reached, but the discussion was generally 
harmonious and no objections to the formation of a new asso- 
ciation were presented. Finally a resolution was adopted 
appointing the general freight agents of all lines represented 
a committee to prepare a plan, eithersimply for the mainte- 
nance of rates or for a new pool, as might be considered most 
advisable. This committee was directed to report to an ad- 
journed meeting to be held May 5 in Chicago. 








RAILROAD LAW. 





Duty of Railroad Company to Passenger at a Sta- 
tion. 


In the case of Thompson against the Central Railroad & 
Banking Co., the Georgia Supreme Court holds as follows : 

1. It isthe duty of a railroad company so to fix its station 
or depot thata passenger who gets off at a depot or place to 
alight may get off the car without danger; and it is also its 
duty to fix such a way of exit from the depot over its right 
of way that the passenger may go away from the place at 
which the —_ er is invited to get on and off without 
danger to life or limb; but it is not its duty to see him safe 
and secure in his exit from the track and over its right of 
way. The carrier is not bound to insure him a safe exit from 
the depot, but to insure only a safe way for him to use for an 


exit. 

2. The charge on this subject was hardly apposite to the 
case, where the injury did not occur at a depot, but a point 
several hundred yards from the depot, where be was induced 
by the agents of the company to leave the train, or else vol- 
untarily left it, without inducement from tbem. There is a 
difference between the ordinary announcement of a station 
as the train approaches it, so that the ngers may prepare 
to leave the train when it reaches the station, and the an- 
nouncement after the train has stopped; in the latter case it 
is equivalent to inviting the passengers for that station to 
leave the train. If the passenger in this case got out without 
such an announcement, it was his act; if he was deceived by 
the announcement, it was the company’s act, so fa: as fault 
is concerned. 

8. The railroad company contracted to give the passenger 
in this case a safe transportation to the station of his destina- 
tion, and until it carried him to that regular and safe land- 
ing, it was responsible for slight lect. extraordi 
diligence being the measure of its care for him to that place. 
But though the company may have been negligent, it could 
defend itself and defeat a recovery of damages by showing 
that when the passenger was endangered by its negligence, 
he could have avoided the consequences of it by use of 
ordinary care. 

4. In defense to a suit — widow against a ruilway com- 











y for the homicide of her husband, a recovery may be 
efeated if the husband’s own — either the 
injury, or if he could have avoided the consequences of the 


defendant’s negligence by the use of ordinary care. 





OLD AND NEW ROADS. 


Annapolis, Washington & Baltimore.—This com- 
y has been organized as successor to the Annapolis & Elk 
idge Co., whose road was sold under foreciosure in Novem- 
ber last The road is 19 miles long, extending from Ann- 
apolis, Md., to Annapolis Junction, and connecting with 
the Baltimore & Ohio and Baltimore and Potomac roads, 


Atchison, Topeka & Santa Ke.—The statement for 
March and the three months to March 31 is as follows : 





-— —March.——— -—Three months.—— 

886 1885. 1°86 5. 
Miles worked...... 2,418 2,375 2,413 2,375 
Earnings.... ..... $1,309,352 $1,346,135 $3,228,962 $3,526,580 
Expenses.......... 732.654 716,059 1,904,879 2,040,673 


Net earvings. .... $576,608 $620,476 $1,324,083 $1,485,907 

For the quarter the gross earnings decreased $297,618, or 
8.2 per cent., and the expenses $135,794, or 6.7 per cent., 
leaving a decrease of $161,824, or 10.9 per cent., in net earn- 
ings. 

Austin & Northwe-tern,—This road is to be extended 
from its present terminus at Burnet, Tex., to Llano, the last 
named town having raised the subsidy asked for. 


Baltimore & Ohio.—On the extension to Philadelphia 
the track is now so far completed that it is reported that 
freight trains will be run from Baltimore to Chester, Pa., in 
a short time, making connection with the Chester Branch of 
the Reading road. Passenger travel over the extension will 
probably not begin before August. 


Buffalo, New York & Philadelphia.—In the suit 
brought to foreclose the first mortgage on this road, a bill 
has been filed by a holder of the bonds asking that the action 
of the trustee in bringing the suit be reversed and the Court 
direct the trustee to withdraw the suit. The complaint 
claims that the road covered by this mortgage is fully earn- 
ing its interest and that there is no real occasion for fore- 
closure. 

The reorganization committee, it is announced, has now 
completed arrangements for the reorganization of the com- 
pany as soon as the necessary legal formalities can be gone 
through. The reorganization involves the foreclosure of six 
different mortgages upon different sections of the line. In 
order to carry through these foreclosures it was necessary to 
purchase a majority of the first and second mortgage bonds 
of the Buffalo, New York & Philadelphia, the first mortgage 
of the Warren & Franklin and the first mortgage Oil Creek 
bonds. Under the present plan, as soon as these foreclosures 
are completed, a new company will be organized, to be 
known as the Western New York & Pennsylvania Railroad 
Co., which will have $30,000,000 common stock, $10,000,000 
first mortgage bonds, bearing 5 per cent. interest, and 
$20,000,000 second mortgage bonds, bearing interest for 
ten years at 3 per cent. and thereafter at5 per cent. It is 
believed that it will be able to earn the full amount of inter- 
est on the proposed debt. 

The statement for March and the six months of the fiscal 
year from Oct. 1 to March 31 is as follows : 


———--March -——— -~ — --Six months- ——, 

1886 1885. 1885-86 1884-85. 

Earoings....... $204,743 $188,969 $1,20'.2°7 $1,102,841 
Expenses .. .... 165.462 144.387 934,795 849,305 


Net earnings . $39,281 "$44.82 $267,492 ~ $253,536 
For the six months the gross earnings increased $99,446, 

or 9.0 per cent., and the expenses $85,490, or 10.1 per cent., 

leaving a gain of $13,956, or 5.5 per cent., in net earnings. 


Carthage & Harrisville.—Work has been begun on 
this road, which is to run from Carthage, N. Y., on the Utica 
& Black River road, southeast through Natural Bridge and 
Harrisville to Fine, a distance of about 40 miles. A branch 
is also to be built from a peint near Harrisville to the mines 
of the Moquette Iron Ore Co. The road will use the grade of 
the old wooden railroad, built many years ago to reach the 
Harrisville mines, but long since abandoned. 


Chesapeake & Ohio.—A memorandum issued by this 
company gives the net earnings for the six months ending 
April 30 as follows: November, $79,507; December, $110,- 
235; January, $61,676; February, $80,287; March, esti- 
mated, $95,000; April, estimated, 385,000. The income and 
disbursements were : 





Totel net earnings. Six months ..... ...cccc0 seccsccceces $511,705 
OO Rrra $46,000 
Miscellaneous expenses... .-. 6. 6 cee sues 58.027 
Construction and improvements............-. 29.968 
Equipment bonds retired... ........ 6. cece eceee 71.137 
inte. est, equipment bonds........ .. ......- , 24,870 

” purchase money, Series A und bonds of 

WUEE cee oa dascsesdincee < Sage eee 189,630 

—-— 419 672 

Belance to pay interest on Series B bonds... ...... $92,033 


A circular from President Huntington accompanying this 
memorandum says: ‘‘ Most of you are doubtless already 
aware of the fact that our hopes have been disappointed in 
respect to the amount of the net earnings of the Chesapeake 
& Ohio Railway Co. during the past six months. It had been 
hoped that they would have been sufficient to provide for the 
payment of at least 50 per cent. of the amount of the coupons 
maturivg May 1, 1886. This, however. is not the case. The 
tabular statement annexed hereto shows that the amount of 
these earnings applicable to the payment of interest on the 
series of B bonds is, as nearly as can be estimated, $92,033. 
This would suffice for the payment of a little over one-fifth of 
the maturing interest. 

‘“*T have given much thought and consideration to the 
question, what course should now be pursued in view of this 
deficiency in the earnings of the company, and have had in 
mind the embarrassments which would no doubt be occa- 
sioned to many of the smal] holders, if they should now re- 
ceive upon their coupons only the small amount which has 
been actually earned by the company, and as I still havea 
hope that the operations of the company during the next six 
months may show better results, I have reached the conclu- 
sion that I will myself advauce to the company the money 
which may be requisite to enable it to pay in cash one-third 
of the amount of the coupons, maturing May 1, 1886, and 
the directors of the company have accepted this suggestion 
as one which, under all the circumstances of the case, seems 
to be for the best interest of the company and its bondbolders, 
and arrangements have therefore been made for paying in 
cash one-third of the maturing interest, and issuing scrip for 
the balance thereof in substantially the form adopted in re- 
spect of the two previously maturing coupons.” 

Chi: ago, Burlington & Northern.—This company’s 
statement of new track laid for the week ending April 2 is 
as follows, in miles: 

Main line. 





Bs Died s con n'sesnccedicviescsetneend ebasr0ed 0.482 
7 = ineeseces +04 ee 
eno nen 0 oun sine Snmadoh asandhbenie ait 2.740 
ES 7... Seno cee bom 008 And aeheenn 7.223 
“ ie SS conhessee tpaehhssh*e. eakhn non . 0.947 
PGNOE, GS Co vic cess tedids cectascedcidsscvsbscttes .. 0,484 


Total... 12.109 


No new sidings are reported. Added to the track pre- 
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viously reported, this makes a total of 118.660 miles main 
track and 7.818 miles sidings laid. 


Chicago & Northwestern.—This company put on on 
May 2 its new fast, limited trains between Chicago, St. Paul 
and Minneapolis. These trains make the run from Chicago 
to Minneapolis, 420 miles, in 13 hours, the average speed 
being about 32 miles an hour, without making allowance for 
stops. No second class or special ticket passengers are car- 
ried on these trains, only first-class and mileage tickets being 
accepted, but no extra fare is charged. 


Chicago, Rock Island & Pacific.—This company, 
on May 1, opened for traffic its new branch to St. Joseph, 
Mo., on which tracklaying was completed some weeks siuce. 
The company will run through passenger trains between Chi- 
cago and St. Joseph, and will make all necessary arrange- 
ments for accommodating freight traffic. 


Chicago, St. Paul, Minneapolis & Omaha.—Ar- 

ment was heard before the United States Circuit Court at 

adison, Wis., last week on the suit commenced some time 
ago by the Farmer’s Loan & Trust Co., of New York, to 
subject the land pay of this road to the lien of $758,000 
mortgage bonds held by that company, and issued by the 
Chicago, Portage & Superior Co. The last-named company 
at one time held what is known as the Portage land grant, 
but failed to pores with the conditions, and the grant was 
subsequently conferred by the Wisconsin Legislature upon 
the Omaha Co. The present argument was on a demurrer 
filed by the Omaha Co. to the compla‘nt, and after its con- 
clusion the Court filed a decision overruling the demurrer 
and holding that the complaint is sufficient. The case will 
now be heard on its merits. 


Chicago Strike.—The laborers employed in the Chicago 
freight houses struck on May 2. On some of the roads they 
asked that eight hours’ work be considered a day, and on 
others they were willing to work 10 hours, but asked for an 
increase of pay. The Baltimore & Ohio men agreed to keep 
at work until an answer to their demands could be received 
from Baltimore. None of the other roads were willing to give 
way, and all collected what forces they could to keep at 
work, and continue the loading and unloading of freight. 
The laborers, it is said, relied on the switchmen to help them, 
if pagans’ * There was serious rioting in Chicago on Tues- 
day and Wednesday of this week, but it was not specially 
directed at the railroads, and did not affect them. 


Cincinnati & Eastern.—Since the present Receiver 
was appointed this road bas been put in good condition and 
in part almost completely rebuilt. Over 6,000 ft. of new 
trestle work bas been built, and every bridge on the line re- 
newed or thoroughly repaired. The entire line is now of 
8-ft. gauge, the eastern end, from Winchester to Portsmouth, 
which was originally of standard gauge, having been changed 
to conform with the rest of the line. Two locomotives and 
40 freight cars have been added to the equipment, and new 
repair shops have been erected at Portsmouth, O., and 
equipped with sufficient machinery. 


Cincinnati Strike.—The freight handlers on all-the 
railroads entering Cincinnati struck on May 2, demanding 
eight hours’ work asa fullday. Only a part of those em- 

loyed at the Little Miami freight-houses remained at work. 
The strike was accompanied by few riotous demonstrations. 


Darien Short Line.—An effort is being made to revive 
this project, and to secure means for the construction of the 
road from Darien, Ga., to a connection with tie Savannah, 
Florida & Western road. 


Dawson & Northern.—This company has been organ- 
ized to build a railroad from Dawson, Dak., on the Northern 
Pacific, northward. 


Decatur & Ohio River.—This company has been or- 
ganized to build a railroad from Ft. Wayne, Ind., southeast 
through Decatur, to Willshire in Van Wert County, a dis- 
tance of about 40 miles. 


Denver & Rio Grande.—The final decree of foreclos- 
ure and sale was entered in the United States Circuit Court 
in Denver, Col., May 5. The sale will take place June 12. 


Denver, South Park & Pacific.—In connection with 
he offer of the Union Pacific Co. to buy the May coupons on 
he first-mortgage bonds, the following statement is published 
or the year ending Dec. 31 : 











1885. 1884. Tne. or Dec. P.c. 

Earnings... .... .. ..-$1,145,495 $1,194,069 D. $48,574 4.1 
Expenses and taxes. .. 1,191,624 1,491,061 D. 329,437 22.0 
rc sisisaise $16,129 $296,992 D. $280,863 94.6 
Interest, #€0...... ...0. 304,740 327,200 D. 22,460 6.9 
Total deficit.......... $320,869 $624,192 D. $303,323 48.6 


The road, which is operated by the Union Pacific, includes 
821 miles of narrow-gauge line. It has $1,800,000 first- 
mortgage bonds, $2,812,000 consolidated bonds and $6,142,- 
800 stock. Its business depends largely on mining. The 
Union Pacific Co. holds all the consolidated bonds, and all 
but $100,000 of the stock. 


East St. Louis Strike.—Matters continue outwardly 
quiet in the East St. Louis yards, and business proceeds there 
without interuption, but it is not yet considered safe to re- 
move the mil. tia guard. It is feared that the discharged 
strikers will make trouble whenever the guards leave, and 
precautions are taken to prevent any outbreak. 


East Tennessee, Virginia & Georgia.—The state- 
ment for March and the nine months of the fiscal year from 
July 1 to March 31 is as follows : 


a — -——-Nine months 





1886. 1885. 1885-86. 1884-85. 

Earnings....... .... $344,023 $324,401 $3,236,900 $3,193,523 
Expemses.... ...... 259,537 239,686 1,947,683 2,041,607 
Net earnings..... $84,486 $84,715 $1,289,217 $1,151,916 


For the nine months the gross earnings increased $43,377, 
or 1.4 per cent., and the expenses decreased $93,924, or 4.5 
per cent., the result being a gain in net earnings of $137,301, 
or 11.9 per cent. 

The United States Circuit Court, at Knoxville, Tenn., on 
May 3 made an order allowing George K. Sistare and others, 
as representatives of a number of stockholders and income 
bondholders, to file an intervening petition, asking to be 
made defendants in the foreclosure suit, and also asking that 
the sale of the road might be postponed until their case can 
be heard. The petitioners charge that a large amount of the 
existing bonds of the company were illegally and improperly 
issued, and were held by parties who gave no consideration 
for them. The Court set the hearing on the petition for May 
18, in Nashville. 


Flint & Pere Marquette.—An effort is being made in 
Boston to unite the holders of common stock for the purpose 
of determining their rights in the present reorganization. 
Under this plan, by which the present company was organ- 
ized, the common stock has no voting power until the pre- 
ferred stock has received 7 per cent. dividend for five suc- 


by the originators of the movement, except that they desire 
to secure voting power for their stock, but the preferred 
stockholders will probably insist on carrying out the agree- 
ment to its full extent, and the present movement is not likely 
to succeed. 


Fort Smith, Eldorado & Northwestern.—This com- 
yany has been organized to build a railroad from Eldorado, 
fan., northwest to the northern line of the state, and also 
southward to a point on the Indian Territory line in Chau- 
tauqua County. The projected line is about 430 miles long. 


Fort Worth & Denver SCity.—The statement for 
March and the five months of the fiscal year from Nov. 1 to 
March 31 is as follows: 

——Five months —— 





; 1886. "1885. 1885-86. 1883-85. 
Earnings. ........... $23,799 $32,276 $151,089 $141,461 
Expenses........ .... 16,873 17,937 102,403 75,138 

Net earnings... .... $6,926 $14,339 $48,686 $66,323 


For the five months the gross earnings increased $9,628, 
or 6.8 per cent., and the expenses $27,265, or 36.4 per cent., 
the result being a decrease of $17,637, or 26.7 per cent., in 
net earnings. 


Fort Worth & New Orleans.—Track is reported laid 
on this road from Fort Worth, Tex., southeast, 4014 miles, 
to Waxahachie, where connection is made with the Houston 
& Texas Central road. The work of finishing up the track 
is in progress and the road will shortly be opened for traffic. 


Fremont, Elkhorn & Missouri Valley .—Track-lay- 
ing on the extension of this road westward was begun at 
Ehite River, 4 miles west of Chadron, Neb., April 26, and 
will be continued until the road reaches the Wyoming line. 
Track-laying was also begun on the Black Hills line at 
Buffalo Gap, Dak., May 2, and will be continued until this 
branch is finished to Rapid City in the Black Hills. 


Grand Rapids & Indiana.—The following notice from 
General Freight Agent C. E. Gill is dated Grand Rapids, 
Mich., April 27 : 

** Notice is hereby given that this company is now pre- 
pared to transfer cars, containing all classes of bulk, as well 
as package freight, across the Straits of Mackinaw. Copy 
of Mackinac Transfer Co.’s tariff No. 8, showing summer 
rates of transfer, will be sent out on or about May 15.” 

It is stated that $700,000 in bonds have been negotiated on 
the projected branch of this road from Grand Rapids to 
Muskegon, and work on the branch will be begun immedi- 
ately. 


Jacksonville, Tampa & Key West.—It is stated that 
this ae gs has concluded a traffic agreement with the 
Savannah, Florida & Western and the South Florida 
companies providing for the exchange of traffic and 
for the running of through trains froin Jacksonville tu 
Tampa, as soon as the gauge of the South Florida road is 
changed. This road will also receive all business bound south 
to Sanford, which is brought into Jacksonville on the Savan- 
nah, Florida & Western, and will form the connecting link 
between that road and its controlled South Florida Jine. This 
company also obtains a certain interest in the People’s Line 
of steamers on the St. Johns River, which is owned by the 
same parties who own the Savanah, Florida & Western. 


Kansas City, Springfield & Memphis.—It is re- 
ported that the proposition to the stockholders for the con- 
struction of the proposed extension east of the Mississippi 
will be to offer to each holder of 10 shares of a block, com- 
prising 5 shares of the stock of the Kansas City, Memphis & 
Birmingham Co., and one 5 per cent. bond for $1,000 for 
¢950 in cash. The new road to be built is about 250 miles, 
from Memphis, Tenn., to Birmingham, Ala., and the build- 
ing of a bridgeacross the Mississippi at Memphis is also pro- 
posed. 

Lynchburg, Halifax & North Carolina.—This com- 
pany has been organized to build a projected line from Dur- 
ham, N. C., to Lynchburg, Va. A considerable amount has 
already been secured in subscriptions to the stock, principally 
in Durham. 


Memphis & Charleston.—The statement for March 
and the nine months of the fiscal year from July 1 to March 
81 is as follows : 





———-March .———, -— —Nine months.—— 

1886. 1885. 1885-86 1884-85. 

Earnings .......... $115,171 $109,252 $1,065,093 $1,125,346 
Expenses .. ........ 83-419 | 97,680 731,246 ~ 889.702 
Net earnings...... $31,752 $11,572  $333.847 $235,644 


For the nine months the gross earnings decreased $60,258, 
or 5.4 per cent., and the expenses $158,456, or 17.8 per cent., 
the result being a gain of $98,203, or 41.6 per cent., in net 
earnings. 


Minnesota & Northwestern.—This company haS 
finally completed arrangements for entering Minneapolis, and 
has purchased property in that city on which it has begun 
the erection of a freight station and warehouse. 


Missouri Central.—This com 


ny is making surveys 
for its projected bridge across the 


ississippi at Alton, IIL. 

Missouri Pacific.—Surveys are being made for a con- 
necting line to run from Pacific, Mo., on the main line, 
southward to De Soto on the Iron Mountain Division. The 
new branch would furnish a very convenient line for the 
transfer of freight without the necessity of passing through 
St. Louis. 

The strike on this road, which was virtually over some 
time ago, has at last been formally declared off by the 
Knights of Labor, this action having been taken by the 
Executive Board of that organization atthe instance of 
the members of the Congressional committee of investiga- 
tion, who are now in St. Toub. This declaration will have 
very little effect, however, although it will permit some of 
the members of the organization to return to the service of 
the company. 

Vice-President Hoxie has expressed his willingness to take 
back such of the strikers as were not engaged in any attempt 
to destroy the property of the company. He will not, how- 
ever, discharge any of the new men to make room for the old 
ones, and a good many of the places have already been filled. 
The company is running with a smaller force than it had 
before the strike, but claims to have men enough to transact 
all business. 


Mobile & Ohio.—The statement for March and the 
nine months of the fiscal year from July 1 to March 31 is as 
follows : 





-——March.-———. ——-Nine months.-—— 

1886. 1885. 1885-86. 1884-85. 
eT $144,687 $190.956 $1,599,446 $1,741,158 
Expenses........... 116.227 134,622 1,098,076 1,191,318 
Net earnings. ...... $28,460 $56,234 $501,370 $549,840 


For the nine months the gross earnings decreased $141,712, 
or 8.1 per cent., and the expenses $93,242, or 7.8 per cent., 
leaving a decrease of $48,470, or 8.8 per cent., in net earnings. 


New Jersey Railroad Taxation.—The hearing of the 





cessive years. What is to be done is not very clearly stated 





appeal from the Supreme Court decision, holding the present 





railroad tax law to be unconstitutional, was begun in the 
Court of Errors, at Trenton, N. J., May 3. Nearly all the 
important railroad companies of the state were represented 
by counsel, and counsel were also present for several of the 
cities of the state. The arguments will probably occupy sev- 
eral days, and will be entirely on the legal question involved, 
as the taxes in the case are not pete 


Newton & Northwestern.—This company has been 
organized to build a railroad from Newton, Kan., west and 
northwest, to some point on the Colorado line, a distance of 
about 390 miles. 


New York, Lake Erie & Western.—This company’s 
statement for March and the six months of the fiscal year 
from Oct. 1 to March 31 is as follows, the figures including 
68 per cent. of the g-oss earnings and all the working ex- 
penses of the leased New York, Pennsylvania & Ohio road: 








- -Mareh.——— ———-Six months.—- 

1886. 1885. 1885-86. 1884-85. 

Earnings .. ... $1,793,220 $1,568,522 $10,642,372 $9.397,170 
Expenses.... ... 1,273,866 1,204,385 7,688,379 7,160,558 
Net earnings... $519,354 $364,137 $2,953,993 $2,236,612 


Here there was for the half-year an increase in gross earn- 
ings of $1,245,202, or 13.2 per cent., in gross earnings, and 
an increase of $527,821, or a per cent., in expenses, leaving 
a gain in net earnings of $717,381, or 32.1 per cent. 

he statement for the Erie lines proper, excluding all earn- 
ings and expenses of the New York, Poamaybeunia & Ohio, is 
as follows: 


—-——— March.- ——— -——Six months.—— 
8. 








1886. 1885. 1885-86. 1884-85. 
Earnings... .$1,464,950 $1,269,249 $8,666,852 $7.604,860 
Expenses... 980,130 882,096 5,719,690 5,374,459 
Net earn.. $504,820 $387,153 $2,947,162 $2,230,401 


The half-year here shows an increase in gross earnings of 
$1,061,992, or 13.9 per cent., and an increase in expenses of 
$345,231, or 6.4 per cent., leaving a gain in net earnings of 
$716,761, or 32.1 per cent. 

For the half-year the 68 per cent. of the gross earnings of 
the leased road amounted to $1,975,520 and its working ex- 
penses to $1,968,689, showing a profit on the lease of $6,831, 
against a corresponding profit of $6,211 last year. 


New York & New England.—The statement for 
March and the six months of the fiscal year from Oct. 1 to 
March 31 is as fotlows: 


-——March.-——_~ ———Six months ——— 

1886. 1885 1885-86. 1884-85. 
Earnings..... ... .. $320,831 $263,934 $1,820,744 $1,520.655 
Expenses............ 201,108 165,299 1.140.779 =1,073,699 
Net earn... ..... $119,723 $98,635 $679,965 $446,956 


For the half-year the gross earnings increased $300,089, or 
19.7 per cent., and the expenses $67,080, or 6.2 per cent., 
leaving a gain of $233,009, or 52.1 per cent., in net earnings, 


North Yakima & Columbia River.—This company 
has been organized at North Yakima, Wash. Ter., for the 
purpose of building a railroad from that town, through the 
Moxee Pass, to the Columbia River, a distance of 35 miles. 
Also to build portage railroads on the upper Columbia, 
around Priest Rapids, 7 miles, Rock Island 1 Pg 8 miles, 
the mouth of the Okanogan, 7 miles, and at Hell Gate, 1 
mile. In connection with these railroads the company pro- 
poses to run steamboat lines on the upper Columbia and its 
tributaries as far north as the international boundary line. 
It is stated that the line through the Moxee Pass can be built 
with a grade of not over 75 ft. to the mile, and that different 
portage railroads can be built at a reasonable cost. 


Nova Scotia Railroads.—A dispatch from Halifax, N. 
S., May 4, says: ‘‘ The government railroad scheme was sub- 
mitted to the Legislature to-day. The Maine Central syndi- 
cate and all other Canadian and American schemes are re- 
jected, and the offer of the joint stock assoriation of London 
is accepted. The main propositions are that the government 
will acquire and transfer to this company the Windsor & 
Annapolis and the Western Counties railroads, and obtain a 
transfer of the Windsor Branch from the Dominion gov- 
ernment. The new company is to construct the missing 
link between Digby and Annapolis, and will thus have a 
through line from Yarmouth to Halifax, with steamer 
connections with Boston at each end of the province. The 
government undertakes to guarantee $2,000,000 interest on 
the company’s debentures for 20 years, and to make up any 
deficiency in earnings below a stated amount. This company 
will also have the option of acquiring the Nictafix & Atlantic 
road, now being constructed by Americans, and to_ build 
roads from Yarmouth to Shelburne and Windsor to Truro. 
The government also proposes to give a subsidy of $3,200 and 
2,800 acres of crown lands per mile in addition to the Domin- 
ion subsidy to the road between the Straits of Canso and 
Sydney or Louisburg, and’also give $3,200 and 2,000 acres 
of land per mile to any company building any railroad in 
Nova Scotia.” 

Ohio & Mississippi.—This company’s statement for 
March and the three months to March 31 is as follows: 

-~———March.—-—, -—Three months.- 
1886 1885. 





1886. 1885. Be 
eee re $305,759 $341,591 $854,368 $909,770 
eS rere 218,400 255,145 650.528 727,687 








Net earnings........ $87,359 $86,446 $203,840 $182,085 

For the three months the gross earnings decreased $55,402, 
or 6.1 per cent., and the expenses $77,159, or 10.6 per 
cent., the result being a gain of $21,757, or 11.9 per cent., 
in net earnings. 


Painesville & Youngstown.—The bondholders of this 
road have made arrangements for the purchase of the road at 
the approaching foreclosure sale. It is reported that their 
plan provides for a change of the gauge from 3 ft. to stand- 
ard gauge, and for an extension from Youngstown to a con- 
nection with Pittsburgh. The road extends from Fairport, 
O., to Youngstown, 6214 miles, and has been in the hands of 
a receiver for some time. 


Paris & Great Northern.—At a meeting in Paris, 
Tex., April 30, this company was] reorganized, several 
gentlemen connected with the St. Louis & San Francisco 
road being chosen directors. The capital stock was increas ad 
to $500,000 and arrangements made to begin work on the 
road. It isto extend from Paris, Tex., northward to the Red 
River, where it will connect with the St. Louis & San Fran- 
cisco extension southward from Ft. Smith. 


Pennsylvania.—This company announces a reduction 1 
passenger rates from New York to Baltimore and Washing- 
ton, beginning May 1. From that date round-trip tickets 
good for ten days will besold between New York and Balti- 
more for $8 and between New York and Washington for 
$10. Round-trip tickets will also be sold between New York 
and Wilmington, Del., for $5. A stop-over will be all: ywed 
on these tickets at Philadelphia and also at Baltimore 0” 
Washington tickets. ay. 

Ata meeting of the board in Philadelphia, May 1, it “ tt 
decided to make the May dividend 214 per cent. in cash. 1t 
has been reported that an allotment of stock would be made, 





but no action of the kind was taken. The May dividend last 
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year was 3 per cent. and the November dividend 2 per cent. 
The present dividend will require $2,369,446 for its pay- 
ment. 


Philadelphia & cme cng Spt Receiver’s statements 
give the following figures for the earnings of the railroad for 
March and the four months of the fiscal year from Dec. 1 to 
March 31 : 


— —-—March.-—_——._ ——-Four months.-——, 

1886. 1885. 1886. 5. 
Earuings... ..... $2,296,118 $1,919,502 $8,893,471 $7,876,076 
Expenses ........ 1,444,133 1,292,439 5,373,507 5,084,135 





Net earnings... $851,985 $627,263 $3,519,964 $2.791,941 
For the four months the gross earnings increased $1,017,- 
395, or 12.8 per cent., and the expenses $289,372, or 5.7 per 
cent., leaving a gain of $728,023, or 26.1 per cent., in net 
earnings. 
The traffic reported for the railroad lines is as follows : 
-———-Marech.—— -—Four —— 


1886. 1885. 1886 5 
Toms COM... i évs-:c0s 1,014,823 770,303 3,869,753 3,122,854 
Tons merchandise.... 886,625 639,572 3,055,666 2,275,989 
Passengers.... ...... 1,854,893 1,661,004 7,255,656 6,636,573 
Tons coalon colliers. 49,727 48,554 161.727 =—:175,144 


A large increase is here shown, both for the month and the 
year. 
” The earnings of the Philadelphia & Reading Coal & Iron 


Co. were as follows : 





-——-Four months.—-— 
8 1885. 








1886. 5. 1886. 5 
Earnings... ..... $1,081,376 $1,054,468 $4,067,768 $3,943,700 
Expenses........ 1,254,218 1,068,619 4,629,597 4,108,442 
Deficit......... $172,842 $14.151 $561,829 $164,742 


For the four months the gross earnings increased $124,068, 
or 3.2 per cent., and ee, $521,155, or 12.5 per cent., 
leaving an increase in the deficit of $397,087, or 240.7 per 
cent. 

The coal mined from the company’s lands was as follows: 


-~——-Mareh.—_-——. ——Four months.-— 

1886. 1885. 1886. 1885. 
By Company .........+...- 402,148 306,809 1,529,608 1,229,927 
Tey CI i ccccecdescesan 50,093 50,794 209,256 205,355 
POE aiscedcdwetanwncs 452,241 357,603 1,738,864 1,435,282 


The total increase for the four 
582 tons, or 21.2 per cent. : 
The joint net earnings of the two companies were: 


months this year was 303,- 





———-Marech.—-—, ——-Four months -—. 

1886. 1885. 1886. 1885. 
Railroad Co., net...... $851,985 $627,263 $3,519,964 $2,791,941 
Coal & Iron Co., deficit 172,842 14,151 661,829 164,742 
a $679,143 $613,112 $2,958,135 $2,627,199 


The total net increase for the four months was $330,936, 
or 12.6 per cent. As the expenses reported do not include 
anything for interest or rentals, the net earnings given above 
are the sums from which all fixed charges are to be provided. 


Richmond & Allegheny.—The Reorganization Com- 
mittee gives notice that holders of securities who desire to 
join in the plan of reorganization must deposit their stock or 
bonds with the Mercantile Trust Co. in New York by May 
31 next. The assessments required by the plan are $2.20 
per share of stock, $5 on each second-mortgage bond and $10 
on each first-mortgage bond. 


Richmond & Danville.—Circulars from this company 
announce that from April 30 it will operate, under lease, the 
Charlotte, Columbia & Augusta road, which will be known 
as the South Carolina Division; the Columbia & Greenville 
road, which will be known as the Columbia & Greenville 
Division; and the Western North Carolina road, which will 
be known as the Western North Carolina Division. 

These roads have heretofore been controlled through the 
agency of the Richmond & West Point Terminal Co., and 
the transfer is in pursuance of the policy recently adopted of 
uniting the controlled properties and dispensing with the in- 
termediate company. 


Rome, Watertown & Ogdensburg.—This com 
statement for March and the six months of the fisca 
from Oct. 1 to March 31 is as follows : 


ny’s 
year 





———--March,.——--— -——Six months.—-— 

; ; 1886. 1885. 1885-86. 1884-85. 
Earnings......... $152,827 $123,287 $901,715 $802,553 
kxpenses........ 101,7! 96,446 592,000 559,255 
Net earnings... $51,043 $26,841 $309,715 $243,298 


For the six months the gross earnings increased $99,162, or 
12.3 per cenc., and the expenses $32,745, or 5.8 per cent., 
leaving a gain in net earnings of $66,417, ur 27.3 per cent. 

For operating purposes the company’s lines will hereafter 
be divided into three divisions, as follows: The Western 
Division will include the line from Richland through Oswego 
to Suspension Bridge, with the branch to Syracuse. The 
Middle Division will include the main line from Rome to 
Watertown, with the branch to Cape Vincent, and the Utica 
& Black River branch to Sackett’s Harbor. The Eastern 
Division will include the line from Watertown to Ogdensburg 
and Potsdam junction and all of the Utica & Black River 
road except the Sackett’s Harbor branch. 


St. Paul, Minneapolis & Manitoba.—Work has been 
resumed on the branch which is to run from St. Cloud, 
Minn., on the main line of this road, southwest to Willmar 
on the Breckenridge line. Track was laid on this branch last 
year from the junction near St. Cloud to Cold Springs, 14 
miles. It has now been extended 9 miles further, to Rich- 
mond, and work is in progress on the grading “beyond that 
point. The whole length of the branch from St. Cloud to 
Willmar will be about 50 miles. 


San Francisco & North Pacific.—This company is 
making surveys for a branch from Novato, Cal., to Napa 
J unction, on the Central Pacific. The branch will be about 
19 miles long, and its object is to make aconnection by which 
freight can be transferred to the Central Pacific without the 
ferry transfer which is now necessary. There is now a con- 
siderable business;done in fruit from the line of this road, 
which is shipped eastward, and the steamboat transfer and 
consequent double handling is injurious to this class of freight. 


Shenango Valley.—This com has been organized 
to build a railroad from Sharon, a. & the Ohio i line, 
the object being to connect the furnace and rolling miils 
about Sharon with the Lake Shore & Michigan Southern 


road, 


yoouthern Pacific.—Track is now reported laid on the 
osemite Branch from Berenda, Cal., to Raymond, 2114 
miles, and the branch will shortly be opened for business, re- 
y ‘ucing considerably the stage travel required to reach the 
: osemite Valley. It is understood that the branch will not 
e completed until next year, but that Raymond will remain 
the terminus for the present. 
m..” San mt acy Bulletin of 
Jung work was begun on the extension of 
Pacific fhailroad from Soledad south. The nian ey 
Surveyed and located as far as San Miguel, 65 miles south, 
and this section will be completed during the summer. Be- 


April 28 says: ‘‘ Monday 


yond San Miguel the route has not been definitely settled 


upon, and the point where it will connect with the main line 
of the Southern Pacific has not been fixed. This uncertainty 
is partly owing to the desire to secure the easiest route, and 
partly to questions involving right of way. The route, ac- 
cording to present indications, will proceed down the rich 
and fertile valley of the Santa Clara River to San Buenaven- 
tura, thence following the coast line to Santa Barbara. From 
this point the road will run between the Santa Inez Moun- 
tains and the coast through the Los Pueblos as far as Gaviota 
Pass, where it will cross the mountains, and entering the val- 
ley of the Santa Inez River, proceed in a northerly direction 
through Santos and Foxens, aud finally reach Los Angeles by 
way of the foothills of the Santa Lucia Range. The route 
will then run almost direct to San Miguel, taking in Santa 
Margarita and Adelaide on the way. _ It is considered certain 
that the towns of San Louis Obispo, Santa Barbara and San 
Buenaventura will be upon the line. From San Buenaven- 
tura the road will be run across the country, connecting with 
Newhall or San Fernando.” 


South Fiorida.—The gauge of this road from Sanford, 
Fla., to Tampa, will be changed from 3 ft. to standard about 
June 1. Arrangements have been made with the Jackson- 
ville, Tampa & Key West road by which, as soon as the 
gauge is changed, through trains will be run between Jack- 
sonville and Tampa without change, making connection at 
Tampa with the steamship lines for Key West and Havana. 


South Pennsylvania.—It is reported$that Pittsburgh 
stockholders have made arrangements for the resumption of 
work on this road. The report, however, says that this re- 
— depends upon the settlement of the difficulties of the 
Reading Co., and in that case there is apparently no prospect 
of anything being done this year. 

The Pittsburgh Chronicle-Telegraph of May 1 says: ‘‘ The 
long litigation oo | the effort of creditors of the Sher- 
man’s Valley & Br Top Railroad Co. to collect their 
claims from the South Pennsylvania Railroad Co., which 
succeeded to the rights and franchises of the former corpora- 
tion, was ended yesterday at Huntingdon by the settlement 
and payment of the claims. The property and corporate 
rights of the South Pennsylvania Co, were twice advertised 
to be sold by the sheriff, and the sales were both times 
stayed, first by direction of the court here, and second by an 
appeal to the Supreme Court. 

‘** A difficulty that stood in the way of settlement was that 
one of the plaintiffs, John Dougherty, held stock of the origi- 
nal corporation, the Sherman’s Valley & Broad Top Co., 
which the South Pennsylvania Co. was anxious to have can- 
celed or transferred, and it refused to settle unless this stock 
was surrendered. Dougherty finally agreed to do this, re- 
ceiving some consideration in addition to the amount of his 
judgment. W. M. Williamson is the other successful credi- 
tor. These claims were valueless, being so regarded by the 
holders, befure work was done toward the construction of 
the road by the South Pennsylvania Company.” 


Texas & St. Louis.—The St. Louis Republican of 
April 30 says : ‘‘ The supplementary reper’ of sale of the 
Texas & St. Louis Railroad, which was filed by the Master 
in the United States Circuit Court on Wednesday, was con- 
firmed yesterday. It shows the following figures : 








I 5. oc:n nbs mined tnd names osidneentesnae .$7,401,000 
PM oss kaos chances, Resaseeas sane ccten dese seqe ess $295,000 
Receiver’s certificates turned over................6+ 574,909 
Amount credited on September, 1 , COUPONS ........ 166,800 
Amount of credits om bonds and coupons............... 6,364,291 

BN ving ann Cecabhvkbacnttstess abate einen Laity semmind $7,401,000 

‘* The bond and coupon-holders received 98.8 per cent. on 
their holdings, or $1,150.87 on each bond and $34.30 on 


each September, 1883, coupon, a discount of $13.98 on the 
bonds and 42 cents on the coupons. Upon the confirmation 
of the report, the Master presented the deed to the Purchas- 


ing Committee, acknowledged his signature to it, and the | Net 


sale was completed.” 


Toledo, Cincinnati & St. Louis.—Due notice has 
been given of the intended consolidation of the companies or- 
ganized in Ohio, Indiana and Illinois, by the purchasers of 
this road at foreclosure sale. The consolidated company will 
be known as the Toledo, St. Louis & Kansas City, and the 
reorganization cannot be completed before the middle of 
June ; the purchasing committee will not issue the new secu- 
rities to bondholders until after that time. 


Toledo, Peoria & Western.—The trustees under the 
mortgage of,this road have filed a petition in the United States 
Circuit Court for an order requiring the receivers of the 
Wabash, St. Louis & Pacific to return to them certain cars 
which were conveyed to that company under the lease, and 
which have not yet been accounted for. They have also 
asked the Court to direct the Receivers to return to them 
$164,222 net earnings of the road which the Wabash re- 
ceivers have in their possession. 


Union Pacific.—The statement for March and the three 
months to March 31 is as follows: 








-———March. —~ -—Three months.—— 

1886. 1885. 1886. 1885. 
Earnings ........ $1,954,208 $1,975,517 $5,017,378 $5.214.416 
Expenses.... .... 1,326,621 1,254,568 3,785,238  %,626,192 
Net earnings... $627,587 $720,949 $1,232,140 $1,588,224 


Taxes are included in expenses. The mileage, both for 
March and the quarter, was 4,519 this year, against 4,499 
last year. For the quarter the gross earnings decreased 
$197,038, or 3.8 per cent., and the expenses increased 
$159,046, or 4.4 per cent., the result being a decrease of 
$356,084, or 22.5 per cent., in gross earnings. 


Wabash, St. Louis & Pacific.—In the United States 
Circuit Court in St. Louis, April 29, the counsel for the 
Wabash Co. asked the Court to confirm the recent sale of the 
road under foreclosure. The Court, however, declined to 
make any order until other parties in interest have been 
heard and until definite arrangements have been made for 
the payment of the Receivers’ certificates and the other debts 
of the Receivers, and until the positionjof the leased lines 
under the purchaser have been settled. This action will prob- 
ably postpone the confirmation of the sale for some time. 


Wallkill Valley.—This road, which has heretofore been 
operated by the New York, Ontario & Western, will here- 
after be worked by the West Shore Co., and the officers of 
the company took charge May 1. 


West Jersey.—The statement for March and the three 
months to March 31 is as follows : 
-——--Merch.--—-—— -—-Three months.-— 
‘ 1886. 1885. 


1886. 188 
$91,046 $82,404 








SS ons rceanas J $223,566 $209,468 
Expenses ........... .. 52,739 46,271 151,028 147,383 
Net earnings......... $38,307 $36,134 $72,538 $62.085 
Interest, rentals, etc...........0....c0ceee 56,569 49,859 
here Hn Rare aatraninc tap $15,969  $12.226 
For the three months the gross ings increased $14,098, 


or 6.7 per cent., and the expenses $3, 


: . or 2.5 per cent., 
leaving a gain in net earnings of $10,453, or 16.9 per cent. 





Fixed —— increased $6,710, or 13.4 per cent., leaving a 
gain of $3,743, or 30.7 per cent., in the surplus. 








ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers of 
the current volume of the Railroad Gazette : 
























‘ Page. 
Atchison, Top. & Santa Fe...... 2 Natchez, Jackson & Col........ 104 
Baltimore & Philadelphia....... MD PIII oh dane éaneationesens 26 
joston & Lowell............ «++ 15 New Haven & Northampton, .208 
joston & Maine...............++ 23 New London Northern.......... 120 
joston & Providence............ 15 land... ° 
Buffalo, N. Y.& Philadelphia.. 16 
Canadian Gov’t Railroads... ... 272 
Charlotte, Col. & Augusta...... 155 
Chesapeake & Ohio .... +e 2240 
Cheshire..... . .... ..104 N. Y., Susquehanna & Wes’rn..139 
Chicago & Alton... ..156 N.Y., West Shore & Buffalo... 58 
Chi., Burlin; ton & Quincy.202, 308 Norfolk & Western 1¢ 
Chi,,Milwaukee & St. P .. 208,224 Northern Central...... ... .156 
Chi, St. P., Minn. & Omaha.... Norwich & Worcester . 
Cin., N. Orleans & Tex. Pacific 140 Northeastern (South Carolina).. 1 
Cin. & Springfield..... ..........208 Ohio & Mississippi......... 3 oe 
Cleveland & Canton...... POROERG. oc0n0020:.-% ooubnbe rd 
Cc 208 Pennsylvania & New York..... 224 
‘4 Penneylvania Railroad ..... 175 
Peoria, Decatur & Evansville. ..192 
Dniladnimnia & Reed’ 4 





Phila., Wil. & Baltimore. 




























St. L., Van. 
4 St. Paul &Duluth........... 
%8 South Carolina..... 
Co...256 Troy & Greenfield 

23 Union Pacific... 


Huntingdon & Broad T 
flinois Central 
Indianapolis & St. Louis 
Kansas City Union Depot 
Lake Shore & Mich. So . 
Lehigh Coal & Navigation Co..140 


ttsburgh & Lake Erie... 

.& ttsburgh Junction............. 
Del., Lacka. & Western Pitts., McK. & Youghiogheny... 
Denver & Rio Grande . Portland & Ogdensburg....... 
Des Moines & Fort Dodge Providence & Worcester...... 
Dublin & Wrightsville Rich Alleghany......... 86 
ee eee 68 Richmond & Danville.......... 85 
Fort Wayne, Cin. & Louisv... 307 Richmond, Fred. & totomac. . 86 
Georgia Pacific od Rochester & Pittsburgb......... 86 
Housatonic - Rome, Wat. & Ogdensburg .... 85 
Rouston & St. L. & San Francisco 

‘op Mt. ..120 





Lehigh Valley..... .. ...... 68,224 Virginia Midland 

Leh. & Wilkes-Barre Coal Co...139 Western Maryland 
Louisville, N. Albany & Chi....255 Western North Carolina 
SEED GEEEEEocs c00sccce cones #8 Wilmington, Col. & August 
Michi ‘Jentral........... . 18 Wilmington & Weldo 

Mil., Lake Shore & Western ....191 Worcester, Nashua & 
Mississippi & Tennessee ........ 20 Wrightsville & Tennille 








Lake Shore & Michigan Southern. 


The report of this company for the year ending Dec. 31 last 
reaches us too late for extended summary or comment this 
week. The mileage of road remains unchanged—1,340.35 
miles—but there has been an increase of 1.23 miles of sid- 
ings, bringing the total up to 549.23 miles. There are 266.24 
miles of second track, the same as last year. Of the total of 
2,155.82 miles of track, 1,595 miles are laid with steel, an 
increase of 74 miles during the year. 

The construction and equipment accounts reach a total of 
$84,000,000, the same as in 1884, all betterments having 
been charged to operating expenses or income account. The 
capital stock remains at $50, ,000, of which $533,500 is 
guaranteed and $49,466,500 is ordinary stock. Of the lat- 
ter the company owns $268,100. The bonded debt was de- 
creased $250,000 in 1885, being the regular contribution to 
the sinking fund of the first consolida’ mortgage, and the 
total now stands at $45,942,000. First consolidated bonds 
were sold to replace the Cleveland & Toledo and the Michi- 
gan Southern bonds which matured last year. 








The earnings for the year were as follows: 
1885. 1884. Inc. or Dec. P. c. 
Freight........ seve. $9,031,417 $9,358,817 D. $327,400 35 
Passengers ....... 3,629,375 4,133.729 D. 494,354 11.9 
Mail and express .. 1,112,104 1,099,045 L 138,059 12 
Miscellaneous.... .... 350,610 251993 I. 98,617 39.1 
RS cream, dnvnnie $14,133,506 $14,843.584 D. $710,078 “48 
Expenses _... .... 9.287.537 9,133,522 I. 154,015 1.7 
Net earnings....... ,845,969 $5,710,062 DPD. $864.093 15.1 
Gross earn. per n ile. 10,545 11,075 D. 530 «64.8 
e » sf 3,615 4.260 D. 645 15.1 
Per cent. of exps . 65.7 61.5 L Sw ese 


Taxes are included in expenses. The earnings were re- 
duced by low rates and the generally disorganized condition 
of the through freight business for most of the year. 

The disposition of net earnings was as follows: 

Net earnings, as above 


Interest on funded debt.......... ....-2+5.. 
Rentals paid 


abuts. $4,845,N69 
$3,374,238 
439,868 





Dividends on guaranteed stock... .... ..... 53,350 
— 3,867,456 
I BO 555 9'0055:5.05 . sido ens 00nd envesus $978,513 
Add premium on consol bonds sold .........-...... « - 1,270,712 
Total to be accounted for...... ... eoeeueas saab ee $2,249,225 
Contribution to sinking fund.................. 250,000 
Real estate in Chicago. ... ..........e00see00e 191,971 


Applied to reduction of current liabilities. ... 1,807,254 
—~———_ 2,249 ,225 
The surplus over fixed charges was equa! to 1.98 per cent’ 
on the stock, but no dividend was paid. The consol bonds sold 
were to replace divisional bonds maturing. 
The income account is thus stated : 


Credit balance, Jan. 1, 1685.... ......000. cecseccee see $4,547,256 
Surplus earnings for the year............ ........+. .. 978,613 
Premium on first consolidated bonds sold........ ...... 1,270,712 
IID osc resneni Sth Av GDR oc AEN $6,796,481 
Real estate bought in Chicago...............06.05 seeeee 191,971 
Crs Ga TOR. BB onc ccccices en vcesdseccscsvn $6,604,510 


Full renewals of track and buildings were made, and many 
improvements were also made, all of which were char, to 
expenses. The rail renewals included 74 miles of steel rails 
and a full complement of ties. 

The traffic for the year was as follows : 


5. 1884 Inc. or Dee. P.c. 
Passengers carried. 3,470,274 3,629,196 D. 149,922 4. 
Passenger-miles.... 176,830,308 199,503,852 D. 13,673 544 = 7. 
Tons freight car’ied 8,023.093 7,365,688 I. 657,405 9. 
Ton-miles.......... 1,602,567 ,035 1,410,545,674 1.192,021,361 13. 


aor eooo 


Average rate; 
Per passenger-mile 2058 cts. 2.170 ets. D. 0.112ct. 5. 
Per ton-mile........ 0.553 ** 0.652 “ D. 0.099 15.4 


The average passenger journey last year was 57 miles; the 
average freight haul 199.7 ites, he average rate for 
through passengers was 1.555, and for local 2.237 cents per 
passenger-mile. 


ead 
Detroit, Lansing & Northern. 


rates a line from Detroit, Mich., to How- 

miles, with branches from Kiddville to Bel- 
ding, 1.67; Stanton Junction to Big Rapids, 63.30; St. Louis 
to e View, 35.30; a total of .87 miles. There are 
85.10 miles uf sidings and lumber spurs. The report is for 
the = am . B1. 

Of the main line 3 miles, from Detroit to Grand Trunk 
Junction, and 1 mile, from Lansing to North Lansing, are 
leased from the Michigan Central Co. 

No addition was made to the mileage of road, but 5.26 
miles of additional spurs and sidings were bullt during the 


4 ao, ou9 


This company o 
ard City, 160. 


year. 
The equipment includes 41 locomotives ; 28 
12 baggage, mail and express cars ; 404 box, 
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flat and 27 caboose cars ; 1 officers’ car and 5 boarding and 
tool cars, 
The general account, condensed, is as follows: 





COORG GROOT i oé.5..0 50000005 06000 $1.825,600 
Preferred. stock.... .......... «..- 2,510.000 
Sagiaaw & Western stock 4.500 
UO GO aia oon cits oe bee se sccce ETO Coc 3,733,000 
CNG HIN So LUN S rie Baie e ioc ce ceeccccses- cet 231,349 
Tncome account, undivided surplus.................... 175,268 
MAE Ratatat pe, SE yA ae ety ttt ode ney Pe $8,479,717 
Road and equipment............--02+-2 eeee $7,939,140 
RPE dub edeedocdes. 40 docdaceceesee 267,628 
Cash and cash assets............00.6 eeeeeee 272,949 
——--—  8,479.717 
The funded debt includes $770,000 Ionia & Lansing 8s; 


$476,000 Saginaw & Western 6s and $2,487,000 consolidated 
7s. 


The earnings for the year were as follows : 
1885. 188 








. Inc. or Dec. P. c. 

Freight....... se sees §=$824,938 $893,444 D. $68,506 76 
PRenen*ers, :.....00° so00 + 344,372 380,338  D, 35,966 9.5 
Mail and eypress.... . 41,951 42,966 D 1,015 2.4 
Miscellanecus.......... 17,210 11,844 L oe 44.7 
OUR ck wilitesSes8 $1,228.471 $1,328,592 D.$100,121 7.5 
pe ayer . “TERA 865,270 D. 93,999 10.9 
Net earnings .... $457,200 $463,322 D. $6,122 1.3 
Gross earn. per mile... 4.709 5,093 D. 384 75 
Net a - wh ad 1,753 1,776 D. 23 «(21.3 
Per cent. of exps....... 62.8 65.1 D. BB 6; 


The large decrease in earnings is due chiefly to the general 
dullness in the lumber trade and allied branches of business. 
The result of the year was as follows : 
Net earvings, as above 
pn Tae CE ee Fe ee ee 
Dividends, 7 per cent. on preferred stock 





Balance, surplus for the year..... ............06... $14.481 
Balance from previous year,....... ...+--+sseseceeceees- 35,287 
Total surplus, Dec. 31, 1885 .............+ seecaees $49,768 


No charge was made tw construction or equipment during 
the year, all expenditures for renewals and improvements 
having been charged to expenses. 

The traffic for the year a] as follows : 

1885. 


1884. Ine. or Dec. P.c 
Passenger train-miles.. 433,694 437,806 D. 4,112 0.9 
Freight Ms aS onde 411,639 559.464 D. 147.825 26.4 
Total locomotive miles. 1,075,841 1,296,260 D. 220.419 170 
Pass. car-miles......... 1.419,399 1,463,062 D. 43,663 2.9 
Freight car-miles... .. 7,655.219 8,657,960 D. 1.002,741 11.6 
Passengers carried..... 549,787 22,055 D. 72.268 11.6 
Passenger-miles........ 13,399,209 14,869,726 D. 1,479.517 9.9 
Tons 'reight carried.... 5u9,807 517,187 D. 7,380 1.4 
FOIE ans eec.0400e5 47,878,019 51,278,135 D. 3,400,116 6.4 
Av. train load; 
Passengers, No......... 30.9 34.0 D. 3.1 9.1 
Freight, tons............ 111.4 a7 19.7 21.5 
Average rate: 
Per passenger-mile..... 2470 cts. 2.260cts. I. 0.010 ct. 0.4 
Per ton-mile... ....... get”) ae. a eee”, 33 


The earnings per train-mile last year were 145; expenses; 
91; net earnings 54 cents. Locomotive service cost 1'7.67 
cents per mile. Locomotives ran 1.27 miles to each revenue 
train-mile. 

During the year 1,037 tons of steel rails and 76,214 new 
ties were used inrenewals. Several bridges were repaired or 
renewed, and 29 miles of track were ballasted. 

The General Manager recommends an extension of the 
Saginaw & Western Branch from Lakeview to Howard City, 
about 12 miles. Arrangements have since been made to 
build this line. 

The earnings, although materially reduced, were still suffi- 
cient to pay the full dividend of 7 per cent. on the preferred 
stock, but nothing was paid on common stock for the year. 





Chicago, St. Louis & Pittsburgh. 


This company owns, as purchaser at foreclosure sale, the 
lines formerly known as the Columbus, Chicago & Indiana 
Central, extending from Columbus, O., to Indianapolis, from 
Bradford Junction to Chicago, and from Richmond, Ind., to 
Logansport and State Line, 580.5 miles in all. It also uses 
under contract the Wabash, St. Louis & Pacific track from 
Indianapolis to Kokomo, 55 miles. The report is for the 
year ending Dec. 31. 

The company is controlled by the Pennsylvania Railroad 
Co., and the road is operated in connection with the Pitts- 
burgh, Cincinnati & St. Louis, but under a separate organi- 
zation. 

The equipment consists of 178 locomotives; 68 passenger, 
27 heaenin 6 express and 7 mail cars; 2,107 box, 639 stock, 
733 gondola and 77 caboose cars; 3 wrecking cars and 1 
pile-driver. The number of locomotives includes 16 leased 
from the Pennsylvania Co. Additions last year were 2 pas- 
senger cars; 37 box, 32.stock, 15 gondola and 3 caboose cars; 
2 wrecking cars and a pile-driver. 

The general account, condensed, is as follows : 

C »mmon stock 


Minh hati, se Rae, RaW Es Wie hada Rea $7,313,643 

IN a:0.0. < cdn odeleien dt BissAh Larhewdbadioes dialed 17,442,050 

I oth ats. alin sat tenecGakl éncieaacesideasese 17,921,678 

Accounts payable, accrued interest, etc.... .. . 2,064,873 

MN ite iiicinh Dndnchen cnn tbaw.cboakdnaesnienhs $44,742,244 
Road and equipment........... .......... $42,995,321 
Materials and supplies on hand. ....... .. 191 246 
Accounts receivable............ .... ...... 753,868 






Cas 
Profit and loss, debit er ts 





44,742,244 
The funded debt includes $13,435,000 consolidated bonds 

($12,553,000 coupon and $882,000 registered) and $4,486,678 

prior lien sectional bonds on different divisions of the road. 
The earnings for the year were as follows: 














1885. 1884, Inc. or Dec. P.c. 
ROPERS SS: $3,159,887 $2,902.433 I. $257,454 89 
Passengers..... . 1,036,077 1,134.689 D. 98,612 8.7 
Mail and express. . 279.326 265,079 I. 14247 5.4 
pO ee 92,306 94, D. 2,334 2.5 
re .--$4,567,596 $4,396,841 LI. $170,755 3.9 
SEGRE. .4.5:<0400 200 3,807,644 3,602,213 I. 205,431 5.7 
Net earnings..... .. $759.952 $794,628 D. $34,676 44 
Gross earn. per mile.. 7,868" 9,574 I. 294 3.9 
N ie “9 oe 1,309 1,367 D. 58 4.4 
Per cent. of exps.. 83.4 81.9 tS 


The report shows for last year a great increase in freight 
traffic and a general prevalence of very low through rates. 
The larger business required an increase of train service, but 
brought in no corresponding return. 

The result of the year was as follows : 


Pe IG BE OUD ccccccsccccccce scede ceed ivenebnon $759,952 
Anterest On DONS. ... ........ ccc cece eeccceecee $985,041 
= ft i ccarhncesnss e0cncccmecuce 94,200 
Rent of Wabash tracks....... ............ .2 21.224 
Settlement of freight accounts ............... 17,565 

——- 1,118,030 

SP RD DO inci. cdc 6ic. Hcccencsdcvcccssecece $358,078 

OO Ba ities odin: 60d Dopabnveentedncnenenn 7% 
Vebit balance from 1884...............20. ce cone ceveeeee 41,095 





I t, debit bal 





for new bridges, $46,957 for real estate and right of way, 
and $50,000 for new cars. Renewals included 2,718 tons of 
steel rails and 256,638 new ties. There were 7.22 miles of 
new sidings built. 

A condensed summary of the entire financial operations of 
the year is as follows : 








Not carmings for the Years... 2. scicccsccccscccsccdeces 759.952 
CO AE BER cccncescacy Sisbasedosonens 230,308 
Englewood Connecting Ry. Co.............. ...sseeeees 97,191 
Reduction in supplies and accounts receivable......... 58,053 
Increase in current liabilities... .... ...... 61,702 
let ete Me EE er ee et oe 361,100 
Preferred * 1) Manddunctipedh sbbncdbe Seaeaseedesbbess 167,5 
First mortgage bonds issued.... ...... ©... .cceeeeeeees 50,000 
Total to be accounted for... ........... .csesceeeee $1,785,808 
Sectional bonds bought or — | ee 1,845 
Stock and bonds issued to Pur. Committee..... 578,600 
Additions to road and equipment............... 181,546 
Increase in cash and accounts receivable. ..... 275.352 
Interest on bonds and car trusts................ 503,104 
Rental Wabiel tracks... ....2..... 0... ccccccces 21,22: 
Freight accounts and old claims ............... 18,285 
—— 1,579,957 
Balance, cash on hand Jan. 1,1886. . ... .......... $205,851 


There were issued to W. L. Scott et al., purchasing com- 
mittee, $361,100 in common stock, $167,500 in preferred 
stock and $50,000 in first consolidated mortgage bonds, or a 
total of $578,600, to be used in redemption of securities of 
Columbus, Chicago & Indiana Central Co., under the agree- 
ment for reorganization of that aoe During the year 
there were paid $1,570 income bonds of Toledo, Logansport 
& Burlington Co., leaving $3,728 still outstanding. 

The traffic for the year was as follows : 





1885. 1884. Inc. or Dec. P.c. 
Pass. train-miles..... 1,351,344 1,406,510 D 55,156 3.9 
Freight train-miles... 2.901,655 2.555,318 I. 346.337 11.9 
Total loco-miles... . 5.543.725 5,121,691 I. 422.05 7.6 
Pass. car-miles....... 6,470,475 ° 6,671,092 1). 100,617 1.4 
Freight car-miles..... 68.006.117 57,085,797 I. 10,920,320 19.1 
Passengers car.ied... 1,061,091 1 .186,2779 D. 125,688 10.6 
Passenger-miles...... 46.840 896 48,891,744 D. 2,050,848 4.2 
Tons freightcarried.. 3,031,595 2,517,062 I. 514.4533 204 
Ton-miles... ....612,653,872 484,716,894 I. 127,936,978 26.4 

Av. train load: 

Passengers, No...... 32.3 34.9 D. 26 74 
Freight, tons. ....... 211.1 189.8 I. 21.3 11.2 


Of the freight car mileage last year 20.8 per cent. was of 
empty cars. Locomotives ran 1.30 miles to each revenue 
train-mile. The increase in tonnage was chiefly in through 
freight, in coal, coke, grain and dressed meats. 

The average receipt and cost per unit of traffic were, in 
cents : 








1885. 1884. Dec. P.c 

Earnings per passenger-mile... ..... 2.21 232 0.11 47 
Cost per ™ pdbtnewik (nies 2.11 2.11 sane sans 
a aint. Saxo xcs tiara 0.10 O21 O11 524 
Earnings per ton-mile.... .....-...+- 0.52 0.60 0.08: 13.3 
Cost ay tee) eee eS -046 053 007 13.2 
PUB cio nedoasncbanatuceeey o556kccaees 0.06 007 O01 1.43 


The earnings per train-mile last year were 104.93 cents; 
expenses, 87.47; net, 17.46 cents. The average rate per ton- 
mile, foreign (through) freight was 0.42 cent; local, 0.70; 
average, 0,52 cent. 

The report says: ‘‘The condition of+the property was 
generally maintained. There were used in renewals and con- 
struction 2,908 tons of steel rails and 241,746 cross-ties, 
Betterments were also made to your road, to the extent of 
$181,546, which has been charged to construction account. 

‘* Seven miles of additional side tracks have been con- 
structed during the year. The track on 59th street (Chicago), 
connecting your road with the Pittsburgh, Fort Wayme & 
Chicago Railway, 2.35 miles in length, was completed and 
opened for traffic Sept. 11, 1885. 

‘*In order tofurnish your system with a direct outlet to 
Cincinnati under your own control, your board has had under 
consideration, for some time past, the constructiou of a line 
from Richmond, by way of Hamilton, to a connection with 
the Little Miami ilroad near Cincinnati, a distance of 
about 66 miles. The necessary surveys are now being made, 
and it is believed that the entire line can be constructed at a 
cost not exceeding $2,000,000. The board pro to pro- 
ceed with the work in early spring, in order that.it may be 
completed this season. 

‘** In view of the depressed condition of railway earnings 
the companies interested in the proposed rebuilding of the 
Indianapolis Union Depot have not deemed it wise to proceed 
with that work, but it is confidently hoped that it will be con- 
structed this year. 

‘** The capital stock of your company has been increased 
during the year $528,600, of which $361,100 was in common 
shares, and $167,500 in the preferred shares; the issue of 
consolidated mortgage 5 per cent. bonds was also increased 
to the extent of $50,000. These increases were for the pur- 
~~ of redeeming obligations of the Columbus, Chicago & 

ndiana Ceutral Railway Co., in accordance with the agree- 
ment for the reorganization of that company.” 





Grand Trunk. 


The last report of this company is for the half-year ending 
Dec. 31 last. The comparisons made are with the corre- 
sponding half of 1884. 

In relation to capital account the report says: ‘There is 
credited to the capital] account on the one side £180,000, rep- 
resenting the amount of perpetual 4 per cent. consolidated de- 
benture stock issued during the half year. There is included 
in the debit of £53,032 on the other side of the account the 
sum of £39,546, being discount on the above issue of deben- 
ture stock, and £1,520 for the further acquisition of Well- 
ington, Grey & Bruce bonds, leaving the total charge to cap- 
ita] during the half year for new works, lands, etc., £11,966. 
The cost of the construction of the Jacques Cartier Union 
Railway, 6 miles in length, connecting the Grand 
Trunk and Montreal with the Canadian Pacific and 
the North Shore railroads, about £27,000, has not 

yet been changed to capital, but it is proposed to bring 
it into the accounts for 1886, as it will, in future, 
be included as part of the Grand Trunk system. The total 
pre-preference capital is at the rate of £5,508 per mile on 
the 2,9181¢ miles of the Grand Trunk Railway, exclusive of 
sidings ; while in respect of the lines owned and partly 
owned by the company, it is at the rate of £6,392 per mile ; 
and in respect of the subsidiary lines leased or worked b 

the company it is at the rate of only £3,351 per mile. In 
connection with the above 2,918¢ miles of railway, there 
are 540 miles of siding, and 558 stations, and the equipment 
consists of 705 locomotives, 772 passenger cars, and 17,686 
freight cars. No deduction from the pre-preference capital 
has been made in this statement on account of investments 
by the Grand Trunk Co. in the bonds of other companies, the 
interest on which bonds is credited in net revenue account. 

‘The renewal accounts and renewal funds on Dec. 31, 
1885, stood as follows: Car renewal account, £43,011 ; 
bridge renewal account, £41,630 ; a total of £84,641. 
ducting balance of renewal. funds, £54,801. The balance 
stands at £29,840, against £40,465 on Jutie 30, 1885—a re- 








ductionin favor of the company of £10,625. The amount 


The chief expenditures for new construction were $40,883 : 


De- | 553,991 tons against 592,922—a decrease of 








of £21,263 standing at the debit of renewal of permanent 
way account on June 30, 1885, has, as was intended, been 
charged out and included in the working expeuses of the half 
year to Dec. 31.” 

The earnings for the half year were as follows : 


1885. 1884. Inc.orDec. P.c. 
Earnings........ £1,629,764 £1,821,747 D. £191,983 10.5 
Expenses........ 1,238,314 1,331,783 D. 93,469 7.0 


Net earnings.. 1, 
Per ct. of exps.. 


The causes of the continued decrease in earnings are re- 


£489,964 D. £98,514 20.1 
73.1 I. ats 


2.9 


08 ferred to below. 


The income statement is as follows : 


GS ONO ne ccrcccuancd aewsssioces £391,450 

Interest on investments, etc.............eeseeeseeeeeeee 35 242 

EE ani Licinacaiieis init aclincwvnbuabcinienes £426 692 
Interest on bonds and debenture stocks...... £257,709 
tert hhip den ane 75,448 
Interest, subsidiary roads.............--.e+++- 82,597 

——-—— 415,754 

Balance for the half-year..............+0+++++ +++ £10,938 


The report says: ‘ This net revenue balance of £10,938 
deducted from the deficiency on June 30, 1885, of £46,815, 
leaves £35,876 as the net deficiency, after the pay- 
ment of all pre-preference charges on the working of 
the whole year ended Dec. 31, 1885. The exceptional 
credits referred to in the 1eport for the half year to June 
last—of £11,473, received from the city of Grand Haven, and 
£37,045 received by the sale of Grand Trunk, Georgian Bay 
& Lake Erie bonds—have not yet been dealt with. In ad- 
dition, there will remain after winding up the affairs of the 
North Shore Railway, recently sold to tne Canadian govern- 
ment, a balance as at present ascertained of about £26,000 
at the credit of this company. After mature consideration, 
with the accounts, as finally audited, before them, the di- 
rectors are now disposed to recommend for the consideration 
of the proprietors, that the deficiency of £35,876, above re- 
ferred to, be canceled by the application of two of the above 
three credits, which may fairly be included as revenue, viz. : 
the amount received in settlement of claim upon the city ot 
Grand Haven, £11,472, and the profit balance on the North 
Shore Railway, £26,000, making a total of £37,472. The 
third credit balance, of £37,045, arising from the sale of the 
bonds of the Grand Trunk, Georgian Bay & Lake Erie Rail- 
way, it is proposed to retain at the disposal of the company 
for general purposes; and it may, in the meantime, be con- 
sidered as an asset against the loss in the year’s working 
hereafter referred to, after payment of all interest charges on 
the Chicago & Grand Trunk Railway.” 

The report of Sir Henry Tyler, President, states that the 
— travel was reduced by the general depression of 

usiness, and also suffered specially from the low emigrant 
rates charged on the American lines to Chicago, and from the 
small-pox epidemic at Montreal. The freight receipts show a 


decrease owing to the very low rates prevailing, although 


there was an increase in the actual tonnage carried, and the 
new agreement under which rates were raised did not go into 
effect until after the close of the half year. 

The working expenses showed a decrease of £93,470, the 
— reduction being in repairs and renewals of cars and 
ocomotives, in fuel, in wages and in the general expenses of 
conducting the traffic. 

The report refers at much length to the condition of the 
competitive traffic during the half year and to the agreements 
which have been made for the increase and maintenance of 
both passenger and freight traffic, and refers also to the un- 
favorable results of the year on the American trunk lines, 
the greater loss on the Grand Trunk being due to its large 
dependence on through business and to the special unfavor- 
able circumstances t efore referred to. 

The report refers to the losses due to the competition of the 
Canadian Pacific at many points for local traffic. The open- 
ing of that company’s through line is not expected to injure 
this road, but rather to benefit it, as some through business 
may be brought to its lines. 


CHICAGO & GRAND TRUNK, 


The earnings of this line for the full year ending Dec. 31 
were: 





1885. 1884. Inc. or Dec. P.c-. 

Earnings........ £550,935 £653,050 D. £102,115 15 7 
Expenses.......... 474,321 496,336 Dz. 22,015 4.4 
Net earnings..... £76.614 £156,714 D. £80,100 51.0 
Per cent of exps... 86.1 76.0 IL 10.1 . 


‘* Bringing forward the balance of £402 from the year 
1884, there was, after debiting rentals, interest on bonds, and 
all net revenue charges, on Dec. 31, 1885, a deficiency of 
£93,728. This deficiency of £93,728 has been provided by 
the Grand Trunk Co. under the conditions of the traffic 
agreements entered into between the two companies, and the 
amount has been carried to the general balances. The sum 
of £37,045, retained at the disposal of the company for gen- 
eral purposes, may meanwhile be considered as an asset 
against thisdeficiency. Under the traffic agreements referred 
tothe Grand Trunk Co. is entitled, in respect of such advances, 
to ‘receive an equal amount of the interest coupons therewith 
retired,’ which are payable by the Chicago Co. as soon and to 
the extent that the net profits of that company are more 
than sufficient to meet the interest on its bonded debt. The 
directors recommend that any decision as to dealing with 
this deficiency be postponed until the autumn meeting, when 
the proprietors will be in a position to form a more definite 
conclusion than at present as to the probability of the Chi- 
cago line being able to recoup during the present year any 
portion of the advances so made. The number of passengers 
carried during the year was 485,829, against 529,796, a de- 
erease of 43,967, or 8.3 per cent.; and the passenger re- 
ceipts, including mails and express freights, were £150,875, 
against £209,544, a decrease of £58,666, or 28 per cert 
The quantity of freight carried increased from 1,370,» 0 
tons in 1884 to 1,380,958 tons in 1885, or 0.8 per cent. ; and 
the receipts from this traffic amounted to £399,574, against 
£442,974, a decrease of £43,400, or 9.8 per cent.” 

DETROIT, GRAND HAVEN & MILWAUKEE. 
The earnings of this line for the year 1885 were as follows: 


1885. 1884. Decrease. P. R 

Ee ee £237.254 £257,751 £20,497 ie 
SP ee 172.557 189,198 16,641 : 

Net earnings.. ....... £64,697 £68,553 £3,856 5.6 

Per cent. of exps........ 72.3 73.4 Ri 


“Including the balance of £217 brought forward from 
1884, and after deducting interest on bonds, and all net 
revenue charges, there remains on Dec. 31, 1885, a credit 
balance of £240 to be carried forward to the next half faced 
accounts. The number of passengers carried during the 3 rr 
was 553,991 against 592,922—a decrease of 38,931, or 9.” i 
per cent.; and the passenger receipts, including mails _ 
express freight, were £101,992 against £110,881—a decré _ 
of £8,889, or 8 per cent. The quantity of frei ~ ripen 
per cent.: and the ipts from this traffic amounted Pa 
£133,013, against £144,500—a decrease of £11,496, or /.* 
per cent.” 





